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EDITORIAL 


This edition is of considerably greater volume than previous 
editions and is, in fact, an amalgamation of the August and 
December editions. The reasons for this are numerous and 
probably not worthwhile explaining in detail save for the fact 
that the vast majority of material in this edition has been 
made available through the hard work and interest of two 
members of this Club, Surely this state of affairs leaves 
much to be desired and although I know this plea is that of 
all Club magazine Editors, the fact remains that members 
only get what they are prepared to give, so what about helping 
with your article in the near future, 


I will say no more other than thank those who have contributed 
to what I consider to be one of the most interesting editions in 
some time, and to wish all members Happy Motoring in 1972. 


Thank you. 


“WHOSO 


overcomes 


his 


UNCLE 


by 

not 
freeing 
his 


TORSO” 


Gavin Sandford-Morgan 


The commencement of this codified form of communication was really quite innocent and simple. 


I was experiencing some trouble with the carburettor of my Six Cylinder 40/50 Rolls-Royce, and 
had come to the conclusion that the trouble might lie in a worn throttle body. 


I therefore cabled Derby, asking them to send me a new throttle-body. A day or so later, back 
came the reply: 


“ADVISE WHETHER PRAWN OR PAPAW”, 


Well, now, that’s a good question. Leaving aside the somewhat unfriendly overtones (for an 
Australian) in the word “PRAWN”, there still lay the personal preference for sea-food or tropical 
fruit. 


Since I happen to like both, there was a distinct danger of my being led off down an interesting 
gastronomic by-way, but I put these possibilities sternly to one side, and concentrated on the matter 
in hand. 


Coming back to carburettors, in some puzzlement I cabled back: 


“PREFER PRAWN TO PAPAW AT THIS TIME OF YEAR, 
BUT STILL NEED THROTTLE BODY AS WELL”. 


I might have realised, of course that I wouldn’t have been let off so lightly, and true to Rolls-Royce 
tradition, the legendary insistance on detail, and correctly specified detail at that, back came the 
stern reply: 


“TIME OF YEAR NOT RELEVANT DO YOU REQUIRE PRAWN WITH 
HUMAN PROBE PRONG AND PROOF? STOP SUGGEST YOU CHECK PATOR”. 


Now, this is hardly the sort of cable one expects to receive from Rolls-Royce. While I grant that my 
dear departed Pater would have promptly grasped the subtleties of both the apparent and real 
wording of the cable, I didn’t quite see Rolls-Royce’s justification for dragging him into it, 


After, all, Pve always been in the forefront of those who, rightly, debunk the story that one’s 
antecedents are carefully studied by Rolls-Royce before a decision is made on whether to let you 
have one of their cars or not. 


Getting down to brass tacks (and being a Northern Firm, the choice of adjective is deliberate), I 
firmly believe that the only research that Rolls-Royce ever did, or do, into a potential buyer’s 
antecedents is to ensure that the cheque is likely to be met by the Bank. And very prudent too. 


Meanwhile, back at the carburettor. I'll thank you, gentlemen, to leave my Pater (even if you can’t 
spell it) out of this - PROOF or no PROOF. 


I was about to consult my Solicitors, to see what grounds I had for a profitable libel action, before 
placing the whole correspondence in the hands of the Attorney-General for prosecution of the 
offending Company for “using Her Majesty’s Postal Service for the conveyance of suggestive 
messages”, When I decided to make a final check of my “CATALOGUE OF PARTS” for Six 
Cylinder 40 - 50 H.P. Rolls-Royce Car?’ 


It was then that I found that Rolls-Royce were in fact merely taking ‘‘advantage of using the code 
word, being that in the event of an error in a telegram (not RR, you note) the word may be 
recognised, whilst an error in a number would probably (margin even here, for RR to rise above even 
abnormal difficulties) lead to despatch of a part totally different from the one required”. 


Jolly good - 10 out of 10 for RR - with, perhaps one off for over confidence. 
I then laboriously worked out the appropriate code-words and replied: 


“PATOR FITS WELL WITH REASONABLE TOLERANCE AND WITHOUT 
UNDUE INTERFERENCE STOP WHAT PRICE PRICE?” 


Reply came back: 


“PRICE PRICE 3/6 SUGGEST NEW PROSY” - from which I wondered 
whether RR had referred my cable to their Controller of Modern English Usage (RR Edition) for 
adverse comment on my choice of wording and phraseology. 


From then on, of course, the temptation to couch all correspondence on RR matters in the terms 
of their own code, now that the potentials of such a means of communication had been glimpsed, 
was almost irresistible, 


After all, who could resist the temptation to replace his magneto on its FITLY, taking care to 
engage the FLOSS, and then tighten down the FIVES with the FLUES on the FLOUR? 


Or to ponder the sober thought that the main screw which locates the petrol filter, and retains the 
essential air pressure is forever labled UNDUN? 


Shortly after this interchange with RR a new man joined my service, his duties being, primarily, the 
care, maintenance, humouring, nurturing and operation of my 40 - 50 H.P. car. In his systematic 
way, he asked to be given detailed written instructions on his duties and responsibilities. 


In particular, he asked for detailed instruction on the actual operation of the Rolls-Royce car. In 
view of the obvious advantages of inculcating him promptly into all the atmosphere of the RR 
mystique, I therefore prepared the following instructions: 


A Approach KNACK, unscrew KNEAD, and check water-level, 


2: Move INCUR through 90° and see if oil emerges from HIPPI by way of INDEX 
screwed into DRONE, (Who said ‘HAIR’ was exciting?). 


3. Undo RUDDY UNDRU. 
4. Peer dawn ROWDY to assess petrol level. 


53 Do up UNDRU, tlghtly, using VIBAC. 


GE Having set UNCA6 correctly, to ‘BOTH’, pump vigorously on UNAKA?_ when, 
after a while a pressure reading really should reluctantly appear on the SCENE - 
always assuming that none of your UNDUN are, in fact, undone. 


7% Set MUSER_ to MUSIC, and undulate PSALM (Difficulty here if not CofE 
or Hebrew?) 


8. Grasp firmly JEBES, HUNGER or HURDLE, depending on Series, and pull 
engine over 6 times. 


9, Move MASON or AUBURN (Auburn? - how did that get in - | thought this was 
a Rolls-Royce), to B and the engine should rumble into life. 


10. Mount, seat, and check that JUPES is showing pressure, thus indicating that 
HUTCH is pumping and DRYLY is not operating dryly - a terrible thought. 


Tak Grasp MUGGY, depress WHOSO (or ULTRA) give UNCLE a few preliminary 
jabs, 


12. Taking care not to depress the VICAR, engage first gear with VIAND. Release 
TINGE with TORSO (or PICNIC, CHORUS), and as you release WHOSO you 
should move off, accompanied by a gentle choofing from your JELEE. 


In case of emergency, UNBARI 


Bibliography “Illustrated Catalogue of Parts for six-cylinder 40-50 H.P. 
Rolls-Royce car. - Series 1100, 1200, 1300”. 


Together with some references to volume covering up to 
Series 2600. 


Rolls-Royce Code 


WHOSO 
UNCLE 
TORSO 
PRAWN 
PAPAW 
HUMAN 
PROBE 
PRONG 
PROOF 
PATOR 
PRICE 
PROSY 
FITLY 
FLOSS 
FIVES 
FLUES 
FLOUR 
UNDUN 
KNACK 
KNEAD 
INCUR 
HIPPI 
INDEX 
DRONE 
RUDDY 
UNDRU 
ROWDY 
VIBAC 
UNCAB 
UNAKA 
JUPES 
MUSER 
MUSIC 
PSALM 
JEBES 
HUNGER 
HURDLE 
MASON 
AUBURN 
HUTCH 
DRYLY 
MUGGY 
WHOSO 
ULTRA 
VIAND 
VICAR 
TINGE 
TORSO 
PICNIC 
CHORUS 
JELEE 
UNBAR 
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Clutch pedal. 

Accelerator Pedal. 

Side brake release trigger. 
Throttle body (Series 1100) 
Throttle body (Series 1200 and 1300) 
Throttle body union. 
Throttle cylinder end. 
Throttle linkage bracket. 
Throttle lever. 

Jet nozzle, low speed. 
Throttle piston valve. 
Throttle link. 

Magneto bedplate. 

Magneto bedplate steady pin. 
Magneto clip. 

Magneto lock nut. 

Magneto tie rod. 

Petrol filler cap screw. 
Radiator. 

Radiator filler cap. 

Oil level cock lever. 

Crank case lower half. 

Oil level cock. 

Oil filter inspection cover. 
Petrol filler plug, - Series 1100 and 1200. 
Petrol filler plug, (Series 1300 filler). 
Filter for petrol filler. 
Spanner for petrol filler plug. 
Three way air tap. 

Air hand pump. 

Oil pressure gauge. 

Governor lever. 

Ignition lever. 

Carburettor float. 


Starting handle. 


Battery ignition switch. 


Oil pump. 
Crankshaft. 
Steering wheel, 
Clutch pedal. 


Change gear lever. 
Reverse trigger. 
Side brake lever. 


Side brake trigger. 


Rear Silencer. 
Foot brake pedal. 


ROLLS-ROYCE 
ILLUSTRATED INDEX OF PARTS 


Index books for all Silver Ghost, 20 H.P., Phantom 1 and Phantom 11 can be ordered for 
delivery in two to three months. 


These illustrated books can be of great assistance in identifying parts, providing exact 
measurements, verifying whether parts from one model will fit another, and for dating of the 
various modifications. There were no other parts books published by Rolls-Royce Ltd., for 
pre-1940 models, 


The prices set out below are based on actual cost including postage and are a fraction of the price 
of commercial copying. Please forward cheque payable to Rolls-Royce Owners Club, when ordering. 


SILVER GHOST SERIES 


Modifications were introduced for almost every series of Silver Ghost and consequently parts from 
one chassis may or may not be interchangeable with another. It is therefore important to know the 
series of your Silver Ghost, 


Numerical Series: From 1909 to 1913 Silver Ghosts were classified into series of one hundred by 
reference to the chassis number. Thus No. 1699 is in the 1600 series and the correct catalogue is 
1400-1600 series. 


A to H Series: 1913-1916: We have taken the following list from the parts catalogue, adding the 
additional numbers listed in 20 Ghost Club “Record”, 


Series Inclusive Chassis Number 

A 1 CA to 20 CA; 1 NAto 59 NA; 1 MAto 31 MA. 

B 32 MA to 56 MA; 1 AB to 68 AB; 1 EB to 25 EB. 

C 26 EB to 60 EB; 1 RBto 12 RB; 14 RB to 68 RB; 1 PB to 4PB. 
(Commencing C Series No. 13 Chassis will not be used). 

D 5 PB to 12 PB; 14 PBto 65 PB; 1 YBto 12 YB; 14 YB to 62 YB. 

E 63 YB to 66 YB; 1 UB to 12 UB;. 14 UB to 67 UB; 1 LB to 12 LB; 14 LB to 23 LB 

F: 24 LB to 68 LB; 1 GB to 49 GB; 1 TBto 29 TB 

G 30 TB to 37 TB; 55 TB; 1BD to 32 BD; 1 AD to 32 AD; 1 ED to 34 ED; 1 RD 
to 21 RD; In G Series no Chassis comes between 37 TB and 55 TB. 

H 22 RD to 35 RD; 1 CB to 37 CB; 1 PD to 30 PD; 1 AC to 28 AC. 


J to P Series: 1919 to 1921. R-R Ltd. have supplied a list of engine numbers for all chassis delivered 
to Australia, from which it is clear that series reference is the letter in the front of the engine number. 


R to U Series:1922 to 1925. Here also the engine number indicates the series but this parts 
catalogue distinguishes only between chassis with four wheel brakes and two wheel brakes, 


Address for correspondence:— 


VICTOR J.B. CAULFIELD 

Rolls-Royce Owners Club of Australia (Vic. Branch), 
10 Evelina Street, 

BOX HILL NORTH, VIC, 3129 


ROLLS-ROYCE 
ILLUSTRATED INDEX OF PARTS 


Silver Ghost 


” 


Phantom I 


Phantom II 


LOCAL PRICES 


1909 Prior to 1100 


1909-10 


1100-1300 


1910-11 1400-1600 


1911-13 1700-2600 


1913-15 AtoH 


1919-21 | JtoP 


(with 1925 Sup.) 


1922-24 


RtoU 
(inc. 4 W.B.) 


1922-24 Ato D 


Same 
bound with 
1928 Supp. 


J2, K2, L2, M2 


$104.00 
$104.00 
$104.00 

$104.00 $104.00 
$16.00 


$16.00 


$16.00 


$14.00 


$20.00 


$16.00 


$16.00 


*““Miiss 
Tozer’s 
Delight’’ 


=. 


By G. M. Ralph 


I waited apprehensively at the Car Mart for Miss F.L. Tozer to come down from Birmingham 
to meet me. She had written to the Manager several times about my qualifications and present 
status; she had seen my photograph, but soon we were to meet for the first time. I made 
sure I was all spick and span for her arrival and finally on 8th October 1936, she came in to 
see me. The Manager introduced us. She smiled with satisfaction, obviously she liked me at 
first sight. She looked at my shining face and bright eyes and remarked on my nice colour 
and pleasing shape. I was so pleased because H.J. Mulliner’s had taken a lot of care in 
pteparing me for this occasion. 


Miss Tozer was immensely satisfied and said to the Manager that I was surely the best car in 
the world. 


Together they checked over the details of my specification. Yes, I had built in jacks, one shot 
lubrication, a standby magneto, windscreen washers, interior heater and an electric heating 
element in my water circuit, so that I wouldn’t freeze in winter. The tools were all neatly 

laid out in the luggage compartment lid which could also serve as an extra carrier when fixed in 
the horizontal position. A separate lid sealed off the actual luggage compartment. Inside the 
car my natural leather pleated upholstery filled with down, was soft and comfortable. A quick 
release catch on the front seat allowed easy access to the driving compartment. If you were to 
wind my front windows up and keep turning the handle, the window would slide back about 

2 inches to allow a form of no draft ventilation opening on the leading edge. For hot days 

you could open up my windscreen if you wished. Miss Tozer was delighted with the array of 
black faced instruments in the highly polished veneer dash board. The manager had to explain 
about my controls. This was the spark and that was the throttle. And that? “no! that’s not 

the trafficator, that’s the ride control; the direction indicators are over there”. But what is 

this “1 in 2 out?” ‘‘Well”, explained the Manager, “‘that controls the head lamps; if it’s in, 

one light is on, if it’s out two lights are on”. “‘That’s nice” she replied. 


Being Chassis No. GTK 20 meant that I was the last chassis type in a distinguished line of 20/25 
models, Hence I had all the improvements that had been devised over the seven years that the 
20/25’s had been built. In all there were only 3,827 of us made and no two were really the 

same. My big sister, the 25/30 was introduced the same year. She was nice too, but she didn’t have 
much of the ‘old man’ in her. Her clucch was by Borg and Beck, the steering was changed to a 
Marles cam and roller unit, two S.U. electric pumps replaced my Autovac vacuum tank and her 
carburettor was made by Stromberg, not RR like mine, Her spare sparks came from a coil 

rather than standby magneto. 


There are many who would claim that I was the finest small car ever built by Rolls-Royce. My 
present owner, Gilbert Ralph of Perth thinks so anyway. He’s taking me apart at present 

to see how I have fared over my 35 years and 150,000 miles, He won’t find much wrong really, 

but I am content to let him see for himself. He might put some new bushes in my springs and 
clean me down thoroughly, before giving me a new coat of paint. When he has finished I’m sure 
you will agree 'm still the best car in the world. 


Home 


thoughts 


from 


Abroad 


by PEREGRINE 


I suppose that all Rolls-Royce activities should be overshadowed by the collapse of the Company. 
But enthusiasts of the marque have taken it calmly in the belief that the Motor Car Division that 
was, was more than viable to the end! 


The pre-war spares situation has settled somewhat and Rippon Bros. in Huddersfield are now 
processing requests reasonably quickly. Rippons have themselves been taken over by a larger firm 
but they will continue to trade, Address your enquiries, or better your request for a pro-form. 

to Mr. Murgatroyd, 


The RREC was pleased to report a breakthrough at its recent AGM in London that a member, Mr. 
Fulford, has been able to produce 25/30 cylinder heads. A plan to produce 20/25 heads failed. 
due to lack of interest! The RREC has also been fortunate enough to buy some large stocks of 
spares and engines recently being offered by private owners. 


An auction of 23 pre-war RR’s mostly 25/30s and Wraiths was held in Newcastle on the 28th 
April, The owner of a Hire firm died leaving the collection of hearses and saloons to his 
disinterested sisters, The bidders were largely dealers and by all accounts some bargains and 
spares were had - heads, gearboxes, half shafts etc, Most were new and large quantities of RR 
service tools were also offered. 


On the same day the’ Alexandra Palace Veteran and Vintage Auction by Norman Cole and 
Partners was held, For the first time it was held in the cavernous Main Hall, rivalled only by 
Grand Central Station, except that there was no heating! Bidders disappeared quickly towards 
the end as frostbite overcame them, The cars offered were of good variety but the miscellanea 
was not as interesting as previous sales, Sample values were:— 
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1903 Humberette, £3000. 

1904 Rover, £2800, withdrawn 

1914 Silver Ghost, Chassis 37 PD, D Steering, Hooper open drive limousine. A superb car, £8200, 
withdrawn 

1923 3 litre Bentley, Chassis 405, very original saloon £1550, 

1924 20H.P, RR Chassis GAK 40, centre change, curved radiator, coupe and dickey, very nice, 
£1700, 

1925 Silver Ghost Chassis 24 EU, Barker V-screen 3-door saloon, rev. counter driven from 
timing case, Offered by Frank Dales, £3800. 

1926 20H.P. RR, Chassis GUK 58. Badly proportioned replica fabric 3 litre type tourer, awful 
replica bonnet and incomplete, reached a staggering £2800. 

1926 20 H,P. RR, Chassis GOK 59, Fixed head coupe by Lichfield, quite fair, £1450. 

1926 Type 37 Bugatti GP two seater, ex. Dr, Bailey, less than 4000 miles, £6400. 

1929 Phantom I, Chassis 61 WR, Wilkinson replica tourer, better than most re-creations, £4200. 
1929 Speed 6 Bentley ultra short chassis replica TT two seater £3800. 

1929 same, short chassis original tourer, £4200. 

1929 Type 43 A Bugatti, supercharged, cast alloy wheels, original body, £4300. 

1932 20/25 RR, chassis GZU 11, Barker landaulette, very pretty, £1450. 

1937 Phantom II], Chassis 3CM95, elegant Park Ward saloon, page 187 of Dalton, £1600. 

1934 Frazer Nash chain drive, magnificent, £2200. 


I met up with John Fasal again to see his RR workshop in the pleasant Faleham Mews N.W.3 He 
took the premises, which can handle two cars at a time, from an established Rolls-Royce service 
engineer, It is magnificently equipped with RR service tools and original spares. When he gets a 
moment John continues to work on his 20 H.P, book. It will definitely appear though much 
expanded as a workshop manual and marque history. Judging by the magnificent pictures and 
exhaustive text it will be excellent value at the projected £5.00 John is also restoring one of his 
fine 20 H.P.s, a 1922 chassis once owned by Sir Max Pemberton, Royce’s biographer. 
Additionally he enthuses about the 20 H.P.s. he has tracked down during his travels in the New 
and Old Worlds. But the best is yet to come: a visit to his outer London, spares depot! 

At a recent Vintage Flea Market I noticed some excellent reproduction 20 H.P. and Phantom I 
tools, fairly pricy but well done. Mainly C spanners and jaw spanners, More details as I get 
them. 


Have any members any information on the replacement of 3% and 4% litre Bentley, 25/30 


Wraith con rods by those from a Mk. VI Bentley? I am told the use of thin shell bearings 
is highly successful and the Mk VI rods~are lighter. 


Il 


THE ART ANDEVOLUTION | 
OF COACH BUILDING 


By: C.W. Ward - Director of Park ward & Co. Ltd. 


In 1919 the firm of Park Ward & Company Limited was formea. 
During the years from that time until the present day special 
bodies have been constructed by the Company upon chassis by 
many different manufacturers, many of whom have long since 
ceased production. The names of these manufacturers, however, 
remain well known to members of the Motoring Industry and to 
those who take an interest in motoring and motor cars. The 
vehicles which are here described provide an interesting link 
with the past. 


The first of the Company's products shown is of the era of the 
open car. 


1922 Rolls-Royce 
Silver Ghost 
All-weather body 
on Chassis 71Z2G 


Design work on coachbuilt bodies of this time started with a 

full size drawing which, when complete, was sent to the setting 
out department where the setters punched through the paper onto 
plywood patterns, these were taken into the mill and eventually 
the timber framing for this particular body was machined and 
jointed. 


In 1922 the open car or tourer as we term it today, while still 
extremely popular, was displaced for a period when the high 
class coachbuilder endeavoured to build two bodies in one, i.e. 
the All-weather Body. This could be used as an enclosed body 
for town, or the car could be opened completely for use in fine 
weather. This body had two doors only and it has been an acknow- 
ledged fact throughout the years that if the top structure is left 
out, then as much strength as possible must be built into the base 
of a body, and every door aperture means added problems and a 
loss of strength. The construction was made up on aluminium 
panels on the wooden frame with aluminium guards. 


There was no sign in 1922 of windscreen wipers, and rear brakes 
only were still the order of the day. This body was of importance 
to Park Ward because it has always been one of the design features 
by this company to keep the front pillars as thin as possible. To 
this end this particular body was fitted with the first of the cast 
aluminium pillars. Unfortunately these fractured at waist level 
and were therefore replaced by cast Alpax and then brass, but 


both of these proved unsuccessful. Eventually an Admiralty bronze 
front pillar was designed and nickel plated above the waist to form 
the screen surround and this proved adequate. It is worth remarking 
on one or two special features. In addition to the top centre scuttle 
ventilators there were also side ventilators fitted, as well as the 
two vents in the aluminium bonnet. The running board centre 
aluminium portion was quite thick and housed a complete kit of tools, 
nicely laid out and concealed below the top hinged portion of the 
running board. A spare tank of oil just below the bonnet, and 
external petrol cock for turning the petrol on and off were further 
features. The body was superimposed or built on the chassis 

line at this time and this is quite clearly visible in the illustration. 
Here, one could not speak of a completely concealed hood because 

it overhung the body considerably when in the open position. 


There is a considerable jump in the number of years and in the 
body design between the All-weather Body of 1922 and the next 
example of the coachbuilder's craft. 


1930 

Rolls-Royce 
Four-Light Saloon 
on Chassis 157WJ 


A great move forward in body design towards the vehicle of today 
was made in 1930. Chromium plate was used on the radiator and 
headlights, a dual colour scheme was initiated, the body was built 
around the chassis, the wing and valance were as a unit, a much 
higher waist line giving the body a longer appearance was designed, 
the spare wheel was moved to the rear of the body, luggage space 
was built into the body, quarter ventilator windows were fitted to 
the front doors, and the front line of the front doors was brought 
forward to give more footroom on entry and exit. 


On the 1930 Rolls-Royce four-door four-light saloon the running 
boards were omitted beneath the front and rear doors, and step- 
boards were fitted for reaching the front and rear compartments. 
The valance plate was formed to cover the lower sides of the 
chassis, and the front wing joined its wing valance. The bottom 
body line ran up towards the radiator, while the straight line from 
the radiator back to the rear of the car was maintained. This 
development gave a very good line upon which to divide the dual 
colour scheme. The windows in the doors were now much lower, 
giving the car altogether a more sporty appearance, and for this 
vehicle black enamelled leather was cemented over an aluminium 
panel base, to give the appearance of a fixed head coupe. The 
windscreen no longer opened but the windscreen wipers were a 
standard fitting. The front door ventilator windows were some- 
thing entirely new, and came into being when windscreens became 
a fixed sheet of glass. On the early cars many of these ventilators 
just slid back and were not pivoting. 


The spare wheel was now at the rear of the car, and attached to 

the boot lid which opened outwards, giving room inside for carrying 
small cases and golf clubs, although at this stage there was still 
the basic difference between the town car and the long-distance 
touring car. Due to the absence of running boards the tool storage 
container was moved to the boot lid, resulting in a general cleaning 
up of lines throughout the whole car, although a large side scuttle 
area was retained. 


1931 

| Rolls-Royce 

~ Continental Drophead 
Coupe 

on Chassis 195GY 


The illustration makes it hard to believe that this fine motor car 
was built as early as 1931. Even today this car would still pass as 
a wonderful example of fine coachbuilding, and it is typical of a 
period in which the close-coupled body was the current fashion. 

An explanation of this type of body could be summarised thus: very 
long bonnet and scuttle, very short body built well within the 
wheelbase and very large rear luggage boot. This was the 
coachbuilder's tentative approach to the sports car. 


The drophead on this body, although admittedly fitted with external 
hood irons, was really beautifully executed -- not a wrinkle to be 

seen anywhere in the hood material -- and so well balanced between 
front and rear. Below the door was a large external running board, 
although this did not join the front or rear wings. Just behind the rear 
portion of the body was a huge trunk, built on to carry luggage. This 
opened at the side, because, being a continental touring car, two 
spare wheels were carried behind the luggage trunk. From the 
illustration it can be seen that there was a separate flap which opened 
down to give access to small luggage or parcels. Quite obviously the 
stylist was now beginning to work in body design, because the moulding 
applied below the waist of the door was carried out to a modern con- 
ception, and not continued as a straight line running through the body. 


Following the chromium-plated moulding from the Rolls-Royce 
radiator, it can be seen how the hard point of the radiator has been 
picked up and featured from the front to the rear of the car. The 
moulding travels back past the door and is taken completely round 
the rear of the body. Also can be seen a good example of fine lining 
which is part of every coachbuilders' craft. In the centre of the 
door panel was a crest, seen on so many cars in the ‘thirties. 


In order to give length to this body, the louvres which are in the side 
bonnet member have been carried on to the scuttle to give additional 
ventilation to the interior of the body, and the top scuttle ventilator 
and ship's type ventilator have been dropped. The chromium-plated 
wheel discs, although quite a common feature today, were novel in 

a car of 1931, and the wings were built with a panelled helmet line 
with the side lights recessed into the front wings. Quarter rear 


bumpers only were fitted to obviate damage to the end of the rear 
wing, front bumpers had not yet been incorporated. Records of car 
design in the early years show that there were many occasions where 
either rear bumpers or front bumpers only were fitted. 


1932 
Rolis-Royce 
Four-Door 
Four-Light 
Close Coupled 
Saloon on 
Chassis 82 JS 


This design was very popular and a large number of its type were 
produced. One very interesting feature was the long sweeping flow 
line used on the front wings, which in effect became the standard 
wing design on sports cars for many years to come. The M. G., 
Wolseley Hornet, Singer and Morgan used this wing line as late as 
1956-57, and it was only on the new M.G. '‘A' that this feature has 
disappeared. 


The 4-light close-coupled Saloon is the production version of the 
previous body discussed, and hereis the close-coupled effect as 
applied to a saloon body. Another interesting feature is that over 
the door windows are the first built-in glass ventilators. This was 
a feature on vehicle bodies for a number of years but eventually fell 
into disuse only to come to life again in 1958-59 on the Rover 3-litre 
saloon. The usual Park Ward motif running through the car can be 
seen, i.e., the very straight hard line from the edge of the 
radiator continuing completely round the body. A very simple 

body as far as design is concerned, the only side embellishment 

of the car being the fine line at waist level. 


At the nearside front door just below the door handle is the lock. 

This was before the age of anti-hobo locks and locks on both 

front doors but it has always been part of the tradition of a coach- 
built body. The wheel discs are a point of interest with the chromium 
plated ring halfway between the wheel hub and the tyre -- just a dash 
of chromium plate where it is most needed. Another point is the 
petrol filler fitted on the outside of the car. This has been a feature 
on all the bodies studied up till now. In 1933 this component began 

to be built into the boot with a separate petrol filler door. 


Again on this car there are no bumpers and it is still without the 
front ventilator quarter windows in the front door glasses. Never- 
theless, this body is modern in its approach, and attention should 
be drawn to the front peak above the windscreen. This is the first 
design shown so far on which the hood tonneau has not overlapped 
the screen, and it was in 1932 with this particular range of bodies 
that Park Ward first produced this design feature, known within the 
works as the 'eddy-free' front screen peak. It is a feature which 
today is universally accepted although many cars are now fitted 
with a sun visor in place of the screen peak seen 35 to 40 years ago. 


1933 
40/50 Rolls-Royce 
Coupe-de-Ville: 


On this body the luggage boot on the car has been built in and 
become part of the body structure, with the petrol filler cap built 
into the boot trunk, Incorporated into this body is the Park Ward 
patent all metal de-ville extension, which needed a tremendous 
amount of design and prototype work to finally establish itself as 

an accepted feature. During its day it was in great demand and was 
instrumental in selling a large number of cars. The operation of 

all metal de-ville extension was thus -- Just above the windscreen 
is a Single handle which, when turned, released the two sill can- 
trail members of the front all-metal extension and these folded about 
1" inwards, allowing the metal tonneau to drop down. Over the 
centre pillars in front of the division was a recessed compartment 
with a metal lid which was opened, and this allowed the whole of the 
front metal de-ville extension to slide inwards and out of sight. 

When this was pushed home the recessed box lid was shut and locked. 


In the photograph the hood can be seen in the fully open position, 
This was the first time that a de-ville extension had been made in 
all-metal form; previously it had been a rolled enamelled leather 
hood, This new type of fitting allowed conventional windows to be 
used in the front doors and, with the division glass in the 'up' 
position, gave a fully weatherproof rear compartment which still 
allowed the chauffeur to be Spartan and drive in the open air. This 
was an idea which was important to some car owners in those days! 
The metal roof panels were covered in black enamelled leather 
throughout, and this feature caused quite a stir in its day. It carried 
a full patent. Behind the rear door window are the first form of 
semaphore indicators fitted into the roof of the body. 


The boot lid opened upwards and allowed large trunks to be 
carried. The main reason for using this method was that the 
spare wheel was still carried on the outside face of the boot 
trunk. On the nearside of the boot trunk is the recessed petrol 
filler door. The close-coupled saloon influence was still the 
fashion and on this car created a difficult seating problem with 
the four seats, both front and rear, well within the centre line of 
wheels, 


At the front of the car the straight moulding line has been con- 
tinued as a basic scheme on this body, although there is a chromium 
plated waist moulding fitted on both front and rear doors. This was 
the only chrome plate which appeared on such a design except, of 


course, for the headlights and radiator. Below the door handles 
there are private door locks on both the front and rear doors, and 
this was essential if a centre division was fitted to a car because 
it is not possible to lock both rear doors from the interior of the 
car, should the division be in the raised position. 


Windscreen wipers were fitted for the first time at scuttle level 

and operated from below the screen. This position was made 
necessary by the special design of the coupe-de-ville extension, 

and having once taken this plunge the windscreen wipers stayed at 
scuttle level from that day onwards. The scuttle louvre still follows 
the bonnet louvre scheme to give some gain in body length. The 
wings are patterned on the flowing wing and are a modification of 
the type that was current two years previously, 


1933 

Rolls Bentley 
Four-Door 
Four-Light 

Saloon seen 

with a Vanden-Plas 
2-Door Drophead 


This particular body was a milestone in the history of Park Ward. 

It was the first all-steel body produced by a high-class coachbuilder. 
At about that time (1933), Rolls-Royce bought the firm of Park Ward, 
and this body design became the basic forerunner of the Bentley 
Standard Steel Saloon, The new all-steel body made a tremendous 
impact on the craft of coachbuilding and although Park Ward, working 
in close co-operation with Rolls-Royce, produced a number of these 
body designs with all-steel panels, eventually a large percentage 

of aluminium panels were substituted on production cars. An important 
factor in connection with this design was that it remained basically the 
same until the year 1939, and during the latter part of its life -- from 
about 1938 onwards -- Park Ward were producing five bodies of this 
type per week. 


This body sees the introduction of a soft, simplified type of curved 
panel into the design. This was produced specifically to line up with 
the press tool production procedure and is clearly emphasised in both 
front and rear wings and in the roof tonneau. The usual Park Ward 
motif was maintained, but with the design now catering for the curved 
radiator of the Bentley. Although this body was close-coupled and 
the luggage boot looked relatively small in capacity, it was a useful 
sized boot in depth, mainly because at that time the spare wheel was 
not inside the boot area. 


In the years immediately following 1933 a spare wheel with 
external metal cover was fitted, to be followed by an aluminium 
boot lid skin to cover the wheel in completely. With this type 

of rear boot, which folded to give access to the luggage, it was 
found necessary to produce a sturdy structure, and the inner 
lining panel produced between the outer and inner panels a 
recessed compartment for housing engine and road tools, There 
was no chromium plated motif at all on the side of the body, and 
this was purposely left out to obtain an economical body cost. 
Indicators were built into the centre pillar, and on this prototype 
ventilator glasses were used horizontally above the opening door 
windows. The price of this production model at that time was 
£1, 460. 


1934 

Bentley 

Single Coupe-de- 
Ville: 


This de-ville body was a second design to line up with the new type 
of tool production, i.e., the saloon body design had been used to a 
great extent and then the boot lid and other components had been 
re-designed, thus enabling commonised production details for two 
cars. 


Since the end of the second World War Park Ward have tended to 
specialise in coupe bodies, and one of the major problems through- 
out this range has been to conceal the hood when in the fully open 
position. It must be admitted that today, with the power operated 
hood mechanism, this problem has become more acute, but in 1934 
one of the salient features of this particular design was the complete 
flush line of the hood in the fully open position. The peak above the 
windscreen has been maintained and this idea can be seen ona 
number of present-day production coupes, although in that year 
when flat screens were still the vogue this was not so important a 
feature as it is today, because the advent of the curved screen has 
given rise to a heavily curved peak rail of the hood which in turn 
makes the problem of stowing the hood out of sight a difficult one. 


With the hood in the de-ville extension, there are a number of 
points worth serious consideration, At the rear hood portion there 
is a polished panel at the front end. This panel formed part of a 
recessed compartment, so that when the panel was lowered the two 
side cantrails hinged in towards the centre of the hood, the front 
portion of the hood was rolled and stowed away in front of the two 
cantrails, and then the lid was raised and locked home. One of the 
very necessary adjuncts which made this design so practical were 
the external folding hood irons which go back to the days of the 
horse-drawn carriage. 


——————_—_—_——_- 


Other points of interest are the moulding line which runs along the 
whole side of the body, accentuating the increased boot size at the 
rear, and giving an elementary answer to the dual colour scheme, 
Coachbuilders never apply a dual colour scheme unless there is a 
panel break line. For comparison compare the Bentley 4-door, 
4-light saloon and see how this boot size has been increased on the 
car. Note that the spare wheel is enclosed in the metal cover 
mentioned earlier. It is interesting to realise that in 1934 the use 
of bumpers on motor cars even in the high price range was still not 
a standard feature. 


Perhaps the most delightful view of this car is when the hood is 

in the fully folded position and it is here that one is able to assess 
the very straight top line from the front to the rear of the body. 
The coupe-de-ville extension was a Park Ward feature which was 
used on many of our body designs, and it should be remembered 
that today this particular type of hood is used on a number of mass- 
produced cars on which the front portion is rolled to the centre, 

and the rear portion of the hood is then stowed away by means of 
avery simple power operated mechanism. 


Up to the years 1933-34 the most important chassis for the high 
class coachbuilder was the Rolls-Royce in its various ranges and 
the distinguished clientele had caused a very typed body to be 
produced; the best that could be made, but nevertheless a convent- 
ional body and tending to carry its dignity as a hallmark. From 
1934 onwards, the high class coachbuilder entered a new market 
and was able to bring out many interesting design features on the 
new Bentley chassis. For those who had already gone into metal 
frame construction this was an ideal opportunity, and it was during 
these years that some forward thinking about airflow and stream- 
lining was achieved, a factor that was as important as any yet 
thought of. 


1934 

Bentley 

4-Door 

Airflow Saloon. 


This body design was undertaken for Sir Roy Feddon of the Bristol 
Aeroplane Company, and in its day was the fastest car built on the 

34 litre Bentley chassis. The fact that the performance outshone 

the 4-seater open touring body on the same chassis was proof 

that streamlining and airflow would phy a greater role in later years. 
It further illustrated the fact that a good streamlined saloon body 
was faster than an open body. It must be remembered that in 1934 


wind tunnel work, as far as the high class coachbuilders were con- 
cerned, was almost unknown. 
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Headroom was a factor which had not been studied closely, but this 
particular design was tailored round the customer and both forward 
and rear visibility were good. The wings are another feature of 
interest, the front being of the cycle type which turned with the front 
wheels. The rear cycle wing was part of the rear body panel and 
was one of the first wings of its type. The area between the rear 
wing and pointed tail of the body was faired and great importance 
was attached to the fact that the whole of the body had panelled under- 
fairings which helped to cut down the air tumble between the under- 
side of the body and the road. The performance of the car when 
driven at high speed was magnificent, the stability quite extra- 
ordinary. The interior dimensions were definitely close coupled 

and in the overhanging tail the spare wheel was mounted horizontally. 
This gave a large luggage compartment when the tail lid was lifted. 


It was on this particular design that Park Ward were able to evolve 
anew type of sheet metal frame construction, and with all aluminium 
panels this gave the car an ultimate kerbside weight which was lower 
than anything achieved before. 


The last point regarding this body, which almost formed the 

link between the past and future, was the paint process. Finished 
in silver blue with a darker blue moulding, the silver blue was 
one of the first lustre colours ever to be used by this firm. It 

is understood that the lustre effect was obtained by the use of 
real fish scales emulsified in the paint. 


1934 

2-Door Bentley 
Airflow Production 
Saloon. 


From the stark reality of the previous body came the 1934 
production version. The car illustrated was entered in the R.A.C. 
Torquay Rally, and won the premier award for coachwork, 


It may be of interest to consider just a few of the main alterations 
that were incorporated on this body. First of all it can be seen 
that the tradition coachbuilding influence had crept back again. The 
stark lines of the Roy Feddon car had given way to rather plusher 
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ideas. The petrol filler has now been built into the tail, and on 
this second car the tail had become much wider and not so pointed, 
therefore giving an opportunity of housing still more luggage in the 
boot. The boot lid also hinges sideways instead of upwards. The 
interior dimensions are much more conventional with a higher roof 
line and the wing form has also changed radically, these being of 
the usual tear drop shape. 


Whereas on the previous streamlined body the rear quarter windows 
were fixed, on this body swivelling front portion ventilators are 

used in the rear quarter so that air could pass into the rear compart- 
ment. The idea of swinging the whole of the rear quarter window 
outwards was yet to come, and yet this method in a 2-door saloon 

is perhaps one of the most efficient ways of ventilating the car if 
there is a frontal intake of air, Comparing the two cars it will be 
seen that the overhang on this production body is much longer than on 
its forerunner due to the fact that in the latter version the comfort 

of the rear compartment passengers had to be considered, resulting 
in the alteration of the external body shape. This is a very important 
item. Basically, if we can apply a static formula between floor, 
steering, pedals, seat dimensions -- fore and aft -- and seat cushion 
to roof and use this as a basis for body designs scope may be limited, 
but at least rear seat passenger comfort will be satisfied. 


This is perhaps one of the most important aspects on which coach- 
builders base their designs because it is of no earthly use styling 
very futuristic designs if one cannot seat four adults comfortably 
within the confines of the design. 


1934 
Rolls-Royce 
Phantom I] 
Airflow Saloon: 


This very progressive year would have been incomplete without 

trying to incorporate many of these new ideas in a Rolls-Royce car, 
and on the Phantom II chassis there was an opportunity to build an 
airflow saloon based on the Bentley design. But whereas this 

airflow style looks right on the Bentley, when applied to a Rolls-Royce 
radiator it does not seem correct, This car was exhibited at the 

1934 Motor Show. It was a bold step with yet another style of front 
wing, based on the Bentley designs. The finish was in metallic silver 
and crimson. 


It was the aim to use some form of streamlined headlights, but 
as the P.100 type of lights were part of the standard Rolls-Royce 
equipment it was requested to incorporate these in the design. 
This was the first styling problem. The front cycle type of wings 
with a very flat tear drop form at the rear were led directly into 
the running boards. 


The rear wings were basically the same as on the first Bentley, 
but this was the first occasion on which a high class coachbuilder 
had completely cowled in his rear wheels. The overhang of the 
tail was longer than on any previous bodies -- the result of using 
conventional seating and the fact that the spare wheel had been 
mounted horizontally in the boot, pushing the tail further out. The 
whole conception was quite pleasing to the eye from the centre 
pillar rearwards, but the anomaly of the design lay to the front. 
The life of this model was short because when the car was put 
through an extended road test after the Show it was found that there 
was excessive tail swing and the body sides tended to become 
extremely dirty owing to mud being thrown up from the roads. 


The first major modification to be introduced was the shortening 
of the tail by 8" to conform to the standard Rolls-Royce acceptance 
figure for rear boot overhang and the more conventional type of 
tear drop wing was also used. Although the design was bold in its 
conception, the outcome was disappointing because only a few 
production bodies to the modified design were made, and this 
proved to us that when dealing with a canventional chassis intended 
for a conventional market one had to produce a conventional motor 
car. Alterations and new looks have to be brought in gradually and 
progressively. 


1934 
Bentley 
4-Door Saloon: 


This is an orthodox body built on a Bentley 3} litre saloon. However 

it anticipated a fashion 23 years in advance of America, because the 
windows and side ventilators dropped completely out of sight, with 

no centre pillars above the waist. In 1957 General Motors of America 
put this idea forward on their 4-door hard top saloons. The semaphore 
direction indicators were moved into the front scuttle. With the spare 
wheel mounted on the external face of the rear boot lid it was found 
necessary to open the boot lid sideways. 


During the period from 1936-8 the high- class coachbuilder stabilised 
a number of his "one-off'' bodies and began to build small batch 
production runs. These were basically 4-door saloons and drophead 
coupes on the Bentley chassis, and 4-door saloons and limousines 

on the Rolls-Royce chassis. Despite this approach towards more 
standardisation it was found that the number of individual bodies 

built to customers' own requirements was still proportionately high. 
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One very important fact emerged; these special bodies bore a higher 
degree of individuality and included far more special features than 
ever before. 


It may be remembered that in 1933 the patented Park Ward 
all-steel frame body, the basis of which evolved around a special 
inner and outer channel section, was designed. This special 
section was used to a great extent in detailed part fabrication. 

It could easily be bent and formed in very simple wood fixtures, 
the inner and outer channel sliding within each other, until the 
correct contours had been obtained, when spotwelding through 
the side webs locked the channel section in its correct shape. 

By the use of this patent, section cantrails, roof stiffeners, rear 
boot side stiffeners and scuttle side members could easily be 
produced at very economical prices. 


One of the most difficult production techniques that had to be 
contended with in the early days of the all-steel framework was 
heat distortion which was set up due to the oxy-acetylene welding 
process. Eventually this was overcome by using a brazing method 
(Sif-bronze), and after months of trial and error a technique of 
sequence brazing was evelved where the initial distortion in one 
joint was subsequently cancelled out when another joint was brazed. 


1936 

Rolls Royce 
25/30 h.p. 
Limousine 

on Chassis GRP 2: 


One of the standard batch production bodies was for a Rolls-Royce 
chassis, designed to be built very economically and catering for 

a large specialised market. When one considers that in 1936 this 
car sold for £1,560 one can understand why a large number were 
produced. 


There is little outstanding about the design except that it is simple 
and exceedingly functional. This latter point was very important 
because it was the key to the success of the project -- simplicity 
resulted in great economy. 


This was a wood framed body with aluminium panels. At that time 
the all-steel Bentley was selling well which resulted in a shortage 
of bodymakers trained to the new all-metal technique so that the 
decision to frame in wood followed naturally. It is surprising to 
reflect that this limousine body was set out in the Mill, framed by 
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gangs of bodymakers for a figure of £25, and that this sum included 
the cost of materials. Today, a cocktail cabinet for the centre of 

a division would cost about £75 and that would not include the decanter 
or glasses. 


It will be noted that again external door hinges were used and also 
the absence of a front door quarter glass ventilator window, the 
rear window glass or rear quarter being of fixed glass. This body 
was fitted with a sunshine roof; semaphore indicators mounted in 
the centre pillars and private locks on both nearside doors. 
Luggage space was never a consideration on such a body, but a 
concealed luggage grid was provided. 


Rolls-Royce 
20/25 

2-Door 

Fixed Head Coupe 
on Chassis 

GBK 54: 


This body has all the hallmarks of individuality. Here was a customer 
who thought that the drophead type of 2-door close-coupled design was 
more attractive and more sporting in appearance than an equivalent 


sports saloon. He also desired comfort coupled with appearance, 
rather than appearance with the obvious discomfort of a drophead 
coupe. This is definitely an owner-driven car, and as one would 
expect the luggage boot in the rear, with a spare wheel mounted 
externally, was specifically designed to carry a large amount of 
luggage for Continental travel. 


Other interesting parts of this body are the well designed window 
frame and the dropping line at the base and waist of the panelled 

head portion. The doors were wood framed. Although steel frame 
construction was used in 1934, this method of production was incor- 
porated on the small batch built bodies, the majority of the individ- 
uality built cars were still wood framed or of composite construction. 
The production difficulties and idiosyncrasies of remote control 
applied to external and internal door handles had not yet been fully 
overcome. 


The very large single door opens on the front pillar and the door 
shut line was designed to run parallel with the front of the sloping 
scuttle-to-bonnet line. In order to achieve this three special hinges 
were fitted, the top and middle hinges being of the sturdy outrigger 
pattern and fixed externally. Between 1924 and 1936 most front 
doors were hinged on the centre pillar to enable a marrying of the 
scuttle line to door line, but on this particular car the reverse 
applied. Another feature is the swaged line on both front and rear 
wings. These wings are identical with those on the 1935 Rolls-Royce 
4-door saloon which was used for the R.A.C. Rally, and the swage 
line did stiffen the larger flat area of the wing. 
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1938 

a 25/30 h.p. 
All-weather 
body on 

' Chassis GGR 54 


Not the prettiest of motor cars, in fact one might almost say a very 
ugly one, but nevertheless an interesting example of the coachbuilder's 
craft. This car was built for one of the Indian Maharajahs. In the 
open position the hood was far from concealed. The most important 
aspect of this car was that it had been designed with four doors, and 
this had been done by introducing a bench type front seat which carried 
a drop division glass, thereby permitting a body frame structure 
which ensured efficient door apertures into which the doors were hung 
on the centre pillar with external hinges. This was a most important 
feature because today one would hesitate before undertaking to build 

a 4-door all-weather body. 


Other points which merit attention are the moulding line at the lower 
edge of the front wing, running board and rear wing, with the rear 
wing spatted. In the "up'' position the rear door window carries a 
ventilator quarter built into the external window frame., The whole 
of this window and frame could be lowered out of sight, and yet when 
all four windows were raised and the car was completely closed, 
there was still adequate ventilation in the interior of the body. The 
spare wheel is still side mounted, giving a reasonable amount of 
luggage capacity. The bonnet and scuttle side panels were heavily 
louvred to give the necessary fresh air to engine and extract hot air 
from the interior of the car. 


-, 1939 
Bentley 
4% litre 
Standard 
Saloon: 


The framework of this particular body was in steel throughout 

and also most of the detail parts were produced by semi-mechanised 
methods on an old friction press. Coupled with this method of frame 
construction was the use of all steel] panels to produce an extremely 
sturdy body. One of the design theories here was the requirement 

of flexibility throughout the whole car and this method of frame 
construction coupled with thin gauge steel panels provided the answer. 
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Two design features are the very narrow front screen pillar, which 
has always been a feature of the Park Ward coachbuilt bodies, 

coupled with a very thin front door pillar above the waist. This gave 
excellent front visibility without the usual blind spot associated with 

So many cars of today's design. In order to produce batch bodies 
economically external hinges have been used and also very simple 

door locks which were fitted directly through the pillar width of the 
door. Fore and aft from this door handle position, is the body side 
moulding which was pressed into the scuttle door and rear quarter 
panels. In this year the use of chromium plate was kept to a minimum, 


What appears to be an excess wheel clearance below the wings was 
necessary, due to the fact that oversize tyres were fitted to cater for 
the extra speed possible on the overdrive model. Running boards 
are simple in construction and covered with fluted rubber and the 
petrol filler is mounted externally on the nearside of the rear boot 
panel. It is interesting to note that on this car bumpers with very 
flimsy over-riders were part of the standard equipment. Further, 
these bumpers carried balancing weights on each end of the bumper 
so that the spring steel would not cause vibration when driven over 
undulating surfaces. 


This particular standard saloon was sold in 1939 at the retail figure 
of £360 and somewhere in the region of 500 bodies wefe produced 
during 1938/39, 


| 1939 
* Rolls-Royce 


Another standard body of 1939 was this touring saloon in its specif- 
ication described as "an owner driven car for the owner who 
occasionally likes to be driven by a chauffeur", There was comfort- 
able accommodation for 5 and the glass in the division, could be lowered 
or raised electrically. 


The equipment was comprehensive, including, in addition to the usual 
accessories, a sunshine roof to the front compartment, a heater in 

the back of the division, tables, foot rests, arm rests and electrically 
controlled back light blind. The price of the complete car was £1,730. 


Today we would term a body of this type a touring limousine due to 
the fact that it was fitted with an electrically operated division. 
Composite wood and steel framework with aluminium panels were 
used and basically a razor edge design was adopted for the rear end 
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on Chassis WXA 41: 
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of the car. This was a feature that had been used almost exclusively 
by other coach builders in the pre-war years whereas Park Ward had 
rather tended to design rounded edges. On this particular body it was 
decided to break away from tradition and follow the current 

design trend. A well curved cornice moulding was used above 

the door windows and the panel motif was carried into the rear 
quarter of the car. External hinges were still used and again 

the simple style of door lock and handle. The particular virtue 

of this lock was that remote controls were unnecessary. The 

very thin front pillar is retained and also the complete side body 
waist moulding is a feature which has classical simplicity. The 
spare wheel lay flat within the boot confine and the boot lid dropped 
to allow additional luggage to be carried if necessary. Bumpers 
were fitted as standard equipment. 


1939 

Bentley 

4% Litre 2-Seater 
Fixed Head Coupe. 


This was a very interesting project. The design is characteristic 
of an individual coach built body and was designed for long distance 
motoring with large luggage capacity. 


The requirement was for a fast, safe two-seater car. The boot lid 
lifted to reveal a tremendous luggage compartment which married 

up with the space behind the two front seats, a trend which we have 
noticed on a number of cars today. Basically the thought that went 
into this particular project was copied from a similar type of body 
that had been built by Erdman and Ross on a Mercedes 540 K chassis. 
This car had created a tremendous amount of attention both here 

and overseas and the National Press both in Germany and at home 
described this car as ''A continental cruiser suitable for high speed 
travel on the autobahns." 


The front wings, bonnet, radiator and scuttle were standard and 

also the front pillars which made the door lock, instrument panel 

and front end of the car economical to produce. The running boards 
were fitted with strip rubber in stainless steel channels. The very 
large luggage boot, which housed the spare wheel, had an inter- 
communicating flap into the body. The only chrome plate on the 

body side was the three horizontal mouldings on the rear spat. This 
is not a very attractive design but nevertheless it must be remembered 
that rear wings were always open and this was perhaps the first car 
on which serious thought was given to enclosing the rear wheel with a 
spat. It would seem that having fitted the spat it was realised that 
this gave a heavy appearance below the waist at the rear and therefore 
the endeavour was to break up this mass by fitting the three horizontal 
mouldings. The instrument board and door dados were produced in 
plastic. 
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SILVER GHOSTS 
Best in Class (other than overall winner) 


George Harris, 1922 Smith & 
20 H.P & Pl 


Waddington 12 HG 


dst Terry Bruce 1926 20 H.P, Park Ward GYK 47. 197 RESU. 


2nd _ = Don Sheil 1925 Pl Ward Jones GU35/IILC 186 


3rd J.& M. Sproule 1926 
20/25,25/30, Pll, Pill, Wraith 


1st Bill Fagen 1939 PIII Mulliner 3DL108 


2nd Dick Donnelly 1929 
3rd Barrie Gillings 1930 
POST WAR ROLLS-ROYCE 
1st Ralph Pearson 1968 
2nd Stan Spackman 1964 
3rd Jack Jeffery 1959 
PRE WAR BENTLEY 

1st Glen Walker 1935 


2nd Gavin Sandford-Morgan 3% Litre B35BN 
3rd Dean Rainsford 4% Litre 


POST WAR BENTLEY 

1st David Kenway 1960 
2nd _ Laurie O’Neill 1954 
3rd Garry Lucas 1965 


20 H.P. GYK 82 125 
CONCOURS D’ELEC 
163 
20/50 Park Ward GXO98 156 
Pil Hooper 147GN 150 
Shadow SRH 179 
Cloud ill sow491 176 4 
Cloud | $C5019 174 OVERALL WINNER CONCOURS 
3% Litre Park Ward BI79CW 190 Eric Rainsford 1912 40/50 Sliver 
142 Barker/Rainsford No, 1997 
126 
ROLLS-ROYCE TROPHY for the bi 
sil B323AA 175 yates . 
R B230UM 162 Eric Rainsford 1912 40/50 Silver G 
Continental BCIIXE 155 Barker/Rainsford No. 1997 


Eric Rainsford and his Silver Ghost Limousine, 
Chassis Number 1997, Winner at Shepparton Rally: 
Best Ghost and Outright Concours; 

Company Trophy for Best Restoration of 

the Year; 

Equal first in Vidler Trophy for 

Age and Authenticity. 


AGE AND AUTHENTICITY TROPHY 


Entrants. 
George Thomson 20/25 1932 Hooper GMV34 87 
Terry Bruce 20 H.P. 1926 Park Ward GYK47 +9 
LTS J. & M, Sproule 20H.P. 1926 GYK82 -94 
Eric Rainsford 40/50 SG 1912 Barker 1997 +9 
Dick Donnelly 20/25 1929 Park Ward Gxo98_ -109 
;ANCE 1971 George Harris 40/50 SG 1922 Smith Waddington 12 HG-111 
Alick Hawke Wraith 1939 Park Ward WSC31 -29 
Robert Forbes 20 H.P. 1924 Park Ward GAK57 -134 
Barrie Gillings Pil 1930 Hooper 147 GN -70 
David Wright 20/25 1933 Barker GO111 -77 
YELEGANCE 
Points 
ost Results, 
224 1st Equal. Terry Bruce 20hp 1926 GYK47 +9 
Eric Rainsford 40/50SG1912 1997 +9 
ast RESTORATION of the 
2nd Alick Hawke Wraith 1939 WSC31 -29 


host 
224 3rd Barrie Gillings Pll 1930 147GN -70 


Birth of 
Rolls-Royce 
in Australia 


This photo was taken outside Rolls-Royce Service Station 30-36 Balfour St., 
Chippendale 1937. This Service Station is the building used when Dalgety & 
Co, took over as Distributors. Taken over by Appleby & Ward Jan. 1931, 
then York Motors P/L 25th April 1947 and remained RR Service Station till 
April 1952. 

Car in front Phantom III Chassis No. 3AZ 204 First Pill Chassis to arrive in 
Australia for Kellow Falkiner P/L. Body fitted by Kellow Falkiner P/L 
Melbourne for Mr. J. L. Glick of Adelaide Tailoring Co. Sydney, sold after 
1,000 miles to Mr. C. 1. Todman of Sydney. 


Rear of Rolls-Royce Repair Depot. 

2-4 Smail St., Glebe early 1920; 

Rolls-Royce staff, left to right: 

Fred Wilson, Bert Ward, Jack Burnett, Rud Lowe. 
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by BERT WARD 


How many members of the Rolls-Royce Owners Club in Australia know, How, When, Why and 
Where did a Rolls-Royce Repair Depot start in Australia? Many Rolls-Royce owners I am sure 
have the idea that the present Rolls-Royce distributors in Australia have had the handling of these 
cars since R.R. cars were first introduced in Australia and New Zealand. How mistaken they are; 

so I thought I would write this article so that you may know the correct History of R.R. Cars in 
Australia, 


Many people may not know of me and ask, How would he know this History? To prove that I 
had experience with R.R. I have enclosed to the Editor the front page copy of my Apprenticeship 
Indenture which states that I was first apprenticed to Messrs. Rolls-Royce Ltd. in Australia, on 
the 28th August, 1918, I had been working for this company for two years before I was 
apprenticed, History before this date in regards to Rolls-Royce in Australia was told to me by 
the person who was in charge of R.R. Ltd, in Australia and was my boss. 


Before 1914 many Rolls-Royce Cars were purchased from Rolls-Royce Ltd. England, and imported 
to Australia and New Zealand, but no repair or spare part facilities were available to these owners, 
So after approaching Rolls-Royce Ltd, about this R.R. Ltd. decided it was time that they sent a 
fully Rolls-Royce trained mechanic to Australia. Sydney, it was decided, to be the Head Office. 
Early 1914 a mechanic named Bertram Arthur Peat who had been trained by Sir Henry Royce, 
together with his wife Mrs. Maud Peat arrived in Sydney and he obtained a small shop in Bridge 

Road, Glebe and set up a Repair Depot, After a short period it was found that the premises 

were too small, He then obtained space suitable to take 2 Rolls-Royce cars plus office and spare 
parts store. This was in a building run as a Motor Engineering and Repair Shop under the name. of 
Hamer & Norris and the address 2 - 4 Smail Street, Glebe which was situated just behind Grace 
Bros., but the area is now known as Broadway. The Brass Name plate of Rolls-Royce Ltd, Derby, 
England was installed to the wall of this building as their registered office. 


Soon after B.A. Peat settled into this new Depot he obtained a first class mechanic to assist him, as 
he found that there was too much work for himself to carry out. This mechanics name was Fred 
Wilson, a wonderful Mechanical Engineer, but he could not drive, nor was he able to tune an engine. 
B.A. Peat was not only a first class mechanic, but also a wonderful Tester and Tuner of Rolls-Royce 
Cars, therefore all this side of the business was carried out by him. Mrs. Peat looked after the office 
side, and as all invoices for repairs carried out were issued from Derby, England, it meant that all 
labour time and materials used had to be sent to Derby, England before invoices could be issued. 


A very wide selection of spare parts was sent out to suit all models in this country and New 
Zealand, They also sent all the material required to carry out all the modifications required on all 
chassis. 


In the appointment of B.A. Peat to this position, he was required to check and carry out all 
necessary repairs to all cars in Australia and New Zealand. Therefore he had to trdvel to New 
Zealand and this was carried out before I started with the firm. As for Victoria and South 
Australia, several months were spent in Melbourne where a temporary Depot was set up. The 
South Australian cars would be railed or driven to Melbourne. All the cars then would be checked 
and overhauled as necessary, and then B.A, Peat would return to Sydney. 
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the trade urt business or occupation of , ZL. (A. 
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said term duly teach and instruct the said Apprentice or cause him to be taugl:t and instructed 
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This operation to Melbourne was carried out before I started with the company on 28.8.16, but 
was to be a periodical visit as required. 


In the Instruction Manual supplied with each car in those days, Rolls-Royce advised at certain mileage 
periods, certain work was advised to be carried out on the cars, This was repairs or service that the 
Rolls-Royce trained chauffeur could not carry out himself. Therefore, once the Repair Depot was 
organised, and records made of the cars, such as mileage, repairs carried out etc., each car would be 
expected in at certain intervals for work as required. Once all this work was completed, the visit to 
Victoria could be arranged, with no inconvenience to the owners in N.S.W. 


Special cases had been made to transport all special tools and Engine Stand, which could be 
dismantled for packing, and before closing the lids one could always check that all the tools were 
packed, there being places allocated for each tool. I had the pleasure of one trip to Melbourne, 
which was a wonderful experience in those days, and possibly I could say that I had the pleasure 
of working on approximately 90% of all Victorian R.R. Cars delivered in Australia prior to 1919. 


As Sydney was the Head Repair Depot, if any cars in other states required urgent repairs they 

would transport the cars to Sydney by rail. From New Zealand they would be shipped and this 

was carried out many times, In fact, this was done many times with cars in New Zealand where 

a major overhaul and repaint would be carried out and the car then shipped back. The only car in 
Queensland was a 1700 series owned by a Mr. Youngman of Bundaberg, North Queensland. The 

first time it came to Sydney it required a major overhaul, plus all the modifications required on 

this series, major body overhaul and repaint; in fact, the first time I saw the car it was nearly all stripped 

to the metal, the paint having worn off due to no attention. This series had % elliptic rear springs, and due 
to the conditions this car operated under they had bound all the springs with strong cord, the idea to 
strengthen the springs also to prevent leaf breakage. After the full overhaul this car ran and looked like new. 


There was no record of any R.R. car in Western Australia but Mr. R.C. Falconer came to Sydney in 
1923 1 think, and purchased Chassis No. 17CB. This car was delivered new to the Alexander Bros. 
Graziers of Bulga N.S.W. in 1915 and was used by them till the Alexander Bros, purchased Chassis 
33NK in 1923, Mr. Falconer returned to Western Australia with 17CB. I believe this chassis is still 
owned by the Falconer Family. 


In the office at the Rolls-Royce Repair Depot, there was a History Card System covering all the cars 
delivered in Australia and New Zealand, These cards were a complete history of each chassis from the 
time the first start of the building of the chassis frame, and thereon till the car was finally delivered 
and the Guarantee issued, and this system was kept up to date till 1929. Unfortunately for some 
reason I do not know, this card system was misplaced and lost during the end of 1930 when Messrs. 
Dalgety’s were making alterations in their Service Division and Office, for the R.R. Factory 
Representative. 1 did however get a record of the cars delivered to N.S.W. for myself. In these 
records there were cards covering 2 only 4 cylinder R.R. Cars delivered in Victoria. In fact, I did 
see these during my visit to Melbourne. However there was no record of the 6 cylinder which was a 
wreck found in South Australia by Gavin Sandford Morgan so when this car came to Australia is 
just a mystery. 
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Model T Ford at Rushcutters Bay Sydney. 

Ford drove away, Rolls towed away. 

A.Appleby near tow truck, Bert Ward in overalls and hat. 
Approx. 1927, 


Silver Ghost Chassis 47YB RH Mears in Smail Street outside 
RR Repair Depot late 1919. 
Left to right: Bert Ward, Jack Bumett. 


When World War 1 ended on 11.11.1918 it started a very busy period, as Rolls-Royce Ltd. then not 
only started to produce new Chassis but to manufacture more spare parts, plus modification 
material which I will explain. No reboring of cylinders was ever carried out in Australia for R.R. 
Cars, Cylinder Blocks complete with Pistons, Gudgeon Pins, Rings, Valves, Springs, Cotters etc. 
were supplied; the Blocks removed from the cars were returned to England for reconditioning, 
These Blocks had to be specially marked in the presence of a Customs Officer before the cases were 
closed and he placed a seal around the case. These blocks when returned to Sydney were checked 
by the Customs again, therefore if the same blocks were returned in a reconditioned condition, no 
duty was payable, otherwise duty would be charged on full value of new blocks etc, 1 might add 
that many cars at this time required these replacement blocks. This created much more work than 
usual, also R.R. Ltd. brought out a Modification, which was to replace the old Artillary and Rudge 
Whitworth Wire Wheels with the late type Dunlop Wire Wheel (which was standard in 1914-15). 

To carry out this modification, it was necessary to fit new brakes, brake linings, Hubs, Ball Races, 
Driving Dogs, Axle Tube Nuts and Lock Plates, plus the 6 Wire Wheels. This is the reason why 
many Veteran Silver Ghost Chassis do have this type of wheel fitted, but it is not the original 
fitting when chassis delivered. The first Dunlop Wire Wheel fitted to R.R. Chassis was in 1912, but 
these were fitted with small Hub nuts, in fact the same as the Phantom III. 


All this extra work was overtaxing the small staff we had, so not only did B.A. Peat engage another 
boy, named Jack Burnett, but also a Mechanic named Rod Lowe who had assisted when Repair 
Section was in Melbourne but had come to reside in Sydney. The Staff of the R.R. Repair Depot 
had now increased from 1 to 5 in five years. 


Early 1920 B.A. Peat returned to England as instructed by R.R. Ltd. During the visit it was 
decided to appoint Rolls-Royce Distributors and Repair Depots in several States of Australia and 
also a Rolls-Royce trained mechanic would come to the distributors to take charge of the Repair 
and Service Section, On B.A. Peat’s return to Sydney, Messrs. Dalgety & Co, were appointed 
distributors in N.S.W., Victoria, Adelaide and Brisbane, and in late 1921 they took over from the 
Rolls-Royce Ltd. Repair Depot in Sydney, E.Ford arrived in Melbourne for Dalgety’s Depot 
there, C.Ellis to Adelaide and A.J. Appleby for Sydney. No-one was sent to Brisbane, in fact, they 
only sold one chassis, that being one of the first 20 H.P., so the Brisbane Branch closed down and 
Queensland came under N.S.W. 


B.A. Peat was made Rolls-Royce Representative for Australia, and when Dalgety & Co. took over as 
R.R, Distributors, the RollsRoyce Repair Depot was closed at 2- 4 Smail St. Glebe and 

transferred to premises held by Dalgety & Co. at 30 - 36 Balfour St., Chippendale. Then a special 
office was built for B.A, Peat and that was Head Office of Rolls-Royce Ltd. in Australia, Their 
showroom was at 136 Phillip Street, Sydney. They also opened up showrooms and Repair Depots 
in Melbourne and Adelaide. 


When Dalgety & Co. took over in Sydney, Rod Lowe returned to Melbourne, Fred Wilson and Jack 
Burnett were transferred. As I was apprenticed to Rolls-Royce Ltd. it was not till August 1922 
that I was able to get the Apprenticeship Board to agree to my transfer to Dalgety & Co. Jack 
Burnett was apprenticed on transfer. 


to be continued 
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Meeting between 
Rolls-Royce 
and 


Bentley Car Clubs 


Notes of a meeting held at Rolls-Royce Motors Limited, Conduit Street, 10th June, 1971, to 
discuss the proposal to form a Technical Federation between Rolls-Royce and Bentley Car Clubs. 


Present 

Dr, Mark Sheppard, Rolls-Royce Owners Club, USA - Chairman 
Mr. H. Edward White, Rolls-Royce Owners Club, USA 

Mr, Stanley Sedgwick, Bentley Drivers Club, England 

Mr, Dennis Miller-Williams, Rolls-Royce Motors Limited 
Mr, Peter Baines, Rolls-Royce Enthusiasts Club, England 
Mr. Nigel Hughes, Rolls-Royce Enthusiasts Club, England 
Mr. Phil Taylor, Midlands Rolls-Royce Club, England 

Mr, Harry Fergusson - Wood, 20 Ghost Club, England 

Mr, Tom Clarke, Rolls-Royce Owners Club, Australia 

Mr, Bob Johnston, Rolls-Royce Owners Club, South Africa. 
Mr, David McLintock, Rippon Brothers Limited, England 
Mr, Frank Hellings, 20 Ghost Club, England (part time) 


The Meeting started with tributes to the late Tony Guerrero by Dr. Sheppard, Mr. Miller-Williams 
and Mr, Taylor. 


Technical Federation 

Mr, Fergusson-Wood suggested that the Agenda proposed by Tony Guerrero be followed, but 
after some discussion, it was agreed that the basis of the Meeting should be Mr.Craig’s letter 

to Mr.Geurrero of 12th May 1971, which was regarded by the Meeting as being a blue print 

for the future. 


Technical Information 

After a lengthy discussion during which all members present participated, it was agreed that it was 
essential that, (a) all available technical information and drawings (b) historical information on pre- 
war cars should be available to all Club members through the technical libraries of the Clubs. Mr. 
Hughes then said that he could arrange for any material to be photographed on 35mm film. It was 
then suggested that the most important literature which could be so photographed was; 


(a) general arrangement drawings of which it is believed some 450 are available 


(b) the prewar depot sheets 
(c) the sales and factory chassis cards 


Mr. Miller-Williams explained that a Management decision would be required before this could be 
done, but he would try to get a decision shortly, If the Company decide to do it, the facilities 

will be available to every Club, It was further noted that the RROC and RREC have funds 

available to undertake the necessary work. 
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Workshop Manuals 

Mr.Sedgwick said that their Club had tackled this problem not only with the original W.O. Bentley 
cars, but with the Derby built Bentleys as well and Club members had undertaken to write chapters 
for the workshop manual, where none previously had existed, and suggested that this should be an 
objective of the Technical Committee. Dr, Sheppard explained that there had recently been 
formed a Phantom III Technical Society, who had already started such a project. Mr. Hughes said 
that he was considering something on the 20/25 or maybe a Phantom II, and Mr. Haines of Hythe 
Road has also agreed to assist. No positive conclusions were reached. 


Pre-War Spares 
Mr, McLintock explained that there had been some difficulties and inevitable delays during the start 
of their appointment as Distributors for pre-war spares occasioned by their merger into the Appleyard 
Group of Rippon Brothers Limited and subsequently due to the troubles at Rolls-Royce. He said that 
they receive some 15 letters per day, and they were now in the process of moving the stock from 
Huddersfield to Leeds and they would hope that members would bear with them and they would do 
their very best to give as good a service as they could. Mr.McLintock then asked if the Club Journals 
could publish a notice in them explaining when an enquiry is answered, it is accompanied by a proforma 
invoice, and they need to receive payment on this proforma invoice before any parts can be sent. 
Mr.McLintock said they were anxious to appoint agents for prewar spares, particularly in the 
United States, An individual was mentioned, but he was not acceptable to the RROC. It was felt 
that the existing Rolls-Royce Distributor would be the best solution. Mr. Miller-Williams felt, that 
because of the high capital value of most members cars, that it was obviously desirable that 
owners continued to be able to obtain genuine parts for their cars, and if ‘pirates’ were to be 
allowed to flourish, they would undermine the viability of the prewar spares situation . It is only 
when parts are no longer available, that alternative sources of manufacture should be considered. 


Conclusion 
The following note of agreement for the future objectives was submitted by Mr. Sedgwick and was 
agreed by the Meeting: 


It was decided to set up an International Technical Joint Committee of Rolls-Royce and Bentley 
Clubs to which the following clubs may appoint one or more representatives. 


The object of the Joint Committee will be to promote co-operation between represented Clubs in the 
compilation and publication of technical information in the determination of likely spare part 
requirement, and the collation and discrimination of historical information. 


The representatives present pledged their Clubs to make all the information in their possession 
available to the Joint Committee for the good of members of all the represented Clubs. 


The Joint Committee should meet annually in England to report progress and to plan future courses 
of action so as to concentrate efforts of Clubs (not individuals) in the most useful directions 
and to avoid duplications of work. 


It was agreed that for the practical fulfilment of the Joint Committee objects would, for practical 
reasons, have to be centred in the United Kingdom. Mr. Hughes asked to, and agreed to take on the 
job of co-ordinating efforts in the United Kingdom. It was further agreed that Dr. Sheppard’s offer 
to act as the executive arm of the Joint Committee in the United States be gratefully accepted. These 
two Officers would act as the channel of communications between the Clubs and the Company. 


Mr, Miller-Williams agreed to act as Secretary to the Committee for the purpose of calling meetings 
of the Joint Committee and distributing notices and reports as thought necessary by the executive 
Officers. 


Mr. Sedgwick suggested that a notice of the existence of this Committee be circulated to the 


motoring papers, so that an appeal could be made to anyone who has technical information or 
documents relating to Rolls-Royce and Bentley cars to allow them to be copied for Club members, 
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H.R.H. The Duke of 
Gloucester and Rolls- 


Royce Phantom III 


CHASSIS No. 3DL2 IN AUSTRALIA — A. E. WARD 


There has been so much printed about Chassis 3DL2 having been used by H.R.H. The Duke of 
Gloucester (the last being in the Sydney paper The Sun Herald dated 5.9.71) during his term as 
Governor General of Australia, that it prompted me to write this article so that the true history 
of 3DL2 would be known. 


This car was never used by H.R.H. The Duke of Gloucester during his stay in Australia. The 
cars he used were his own personal cars, Rolls-Royce ] Phantom III, chassis No. 3AX195, ‘Wraith’ 
chassis No, WRB6 and ‘Wraith’ chassis No. WMB62, and these cars arrived in Sydney on the same 
boat as H.R.H. The Duke of Gloucester on Australia Day, January 1945; also these 3 cars were 
placed aboard the ‘Rangitiki’ which sailed from Sydney on the 21st January 1947. 


I, Bert Ward, the writer of this article, was a partner in the firm of Appleby and Ward who were 
thé Rolls-Royce and Bentley retailers for N.S.W. from 1933-1947. With my partner the late Alf 
Appleby I landed and prepared these 3 cars 3AX195, WRB6 and WMB62 on the wharf at 

Pyrmont so that they could be used for H.R.H. The Duke of Gloucester’s procession through 
Sydney and then driven to Canberra. His three drivers also travelled on the same boat. After his 
term as Governor General, we ourselves, placed these same 3 cars on the ‘Rangitiki’ for their return 
to England, I have enclosed a copy of certain letters to Appleby and Ward which will confirm that 
the above is correct. 


As regards Phantom III. 3DL2, this car was supplied at the same time as the cars for H.R.H. The 
Duke of Gloucester, but went straight to Adelaide, South Australia for the use of the newly 
appointed Governor of South Australia, General Sir Willoughby Norrie, K.C.M.G., C.B., D.S.O. 
This gentleman was a close friend of H.R.H. The Duke of Gloucester. 


Before being shipped to Australia 3AX195 and 3DL2 were checked over at Rolls-Royce Ltd. 
London, under the watchful eye of No. 2 Driver to H.R.H. The Duke of Gloucester After 

H.R.H. The Duke of Gloucester returned to England and Sir William McKell was appointed 
Governor General of Australia, we, Appleby and Ward were advised by Government House, Canberra 
that they had purchased Rolls-Royce Phantom III 3DL2 from General Sir Willoughby Norrie, 
K.C.M.G., C.B., D.S.O. As wartime restrictions were still in force in Australia, the Governor of 
South Australia did not use 3DL2 very much, but used a smaller car. 


Government House, Canberra then asked Appleby and Ward to travel to Adelaide and take delivery 
of 3DL2 at Government House, Adelaide and drive it to Canberra. On arrival at Canberra the car 
was fully serviced, all new tyres and tubes fitted and then delivered to Government House, Canberra 
for the use of Sir William McKell. A copy of letter enclosed dated 17.3.47 from Rolls-Royce Ltd. 
is in reply to a letter from Appleby and Ward advising that this car had changed hands, therefore 
their records should be altered accordingly. 
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3DL2 was used by Sir William McKell till the arrival of the newly appointed Governor General Field 
Marshall Viscount Slim. Soon after his arrival in Canberra, Government House, Canberra asked if I 
would travel to Canberra as the new Governor General wished to discuss this car, 3DL2 with me. He 
was not satisfied with the riding of the car or how it rolled on corners, I explained to him the age 
of the car, plus the design of this car was vastly different to the new models. However, he 

explained that as he had been used to carrying out a lot of his work whilst travelling, this car was 
unsuitable, and could any modification be carried out to improve same. I told him I would 

contact Rolls-Royce Ltd. and discuss the matter with them but I could not guarantee any 
improvement, therefore he asked me to take the car back to Sydney as he would not use it in its 
present condition in regards the riding in the rear of the car, 


Rolls-Royce Ltd, and myself went into the matter of modifications and although some could be 
carried out, no guarantee could be given as to whether it would suit Field Marshall Viscount Slim 
and the cost would be very high, f contacted Government House, Canberra and advised them of 
the results of our investigation and the only way for the Governor General to get satisfaction as 
required by him was to order a new“‘Silver Wraith’, 


A new ‘Silver Wraith’ Rolls-Royce was ordered and delivered to Canberra in 1954 and Field Marshall 
Viscount Slim was a very pleased gentleman. 3DL2_ never returned to Canberra but was sold in 
Sydney. 


3DL2 was a good car and had covered very few miles and whilst in Canberra, the car was always 
serviced by me and always kept in wonderful condition both mechanically and body wise, but the 
Governor General wanted a late model Rolls-Royce built to his requirements, which he was entitled 
to, and got, 


ROLLS-ROYCE LIMITED TEMP, 
ML 0) A 
acme senav® DERBY nwa one fODREAS : 
alzeus memv e.ssea ‘ 384 -S. 6 Being 
WG/BP/JA.24/BIi. 29th Januery, 1945. 


Vessrs.Appleoy & Ward, 
Balfour Kcad, 

Sydney, 

AUSTAALIA, 


Desr Sira, 


We are enclosing three stamped Bills of Lading 
covering cases RR.17254 to 17261, containing Kotor Car Speres 
for vee on cars taken to Australia by &.R.H.The Duke of 
Gloucester, and Generel Sir Willoughby Norrie, E.C.1.9,, C.3., 
D.S.0., the new Governor General of South Australia. 


We trust that these documents come to hand safely 
ani that you will have no difficulty in clearing the cases upon 
arrival, 


Yours feithfully, 

For & on behalf of 

Rolls-Royce Ltd., 
Inwerd Orgey, Departrent, 


preWiT. Gill, 
Ch4ef Accountant. 
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SILVER GHOST 


By A. E. WARD 
1884 S,G. CHASSIS No. 1884 


LONDON to EDINBURGH MODEL. 
Delivered May 1912. Touring Body by Mulliners London. 


Purchased in London by Mr, A. Humphrey, brought to 
Australia, purchased by R.J, Fagan of ‘Sunny Ridge” 
Mandurama N.S.W. Sold 1921 to R.Todman Strathfield 
N.S.W. Sold to Steve Stuart Marrickville N.S.W. 

New closed body fitted in 1936. 

Sold and smashed, Repaired and went to Brisbane Qld. 
Found and purchased by F.A, Palfreyman. 

Approx. 1966 Being Rebuilt, 

Saw Chassis June 1969, in Canberra, 


This car, Chassis No, 1884 Genuine London to Edinburgh model, fitted with 
underslung rear cantilever springs fitted with touring body by Mulliners, 
London, 


Delivered May 1912, purchased by Mr. A. Humphrey, brought to Australia in 
June 1914, purchased by R.J. Fagan of ‘‘Sunney Ridge” Station, Mandurama, 
N.S.W. approx. 200 miles west of Sydney. Then fitted with Rudge Whitworth 
Wire Wheels and metal discs fitted and painted the same colour as the body 
which was a sort of grey blue, a very pretty and sporting colour. 


Sold to R. Todman in 1921 when R.J. Fagan took delivery of a new car. 

R. Todman, a keen motorist, was also a member of the Royal Automobile 
Club of Australia, who in those days promoted motor car trials and rallys. 

R. Todman entered 1884 in a Sydney to Bathurst trial which is 136 miles west 
of Sydney. I worked many hours at night with no pay to prepare this car 
for this trial with my boss, B.A. Peat. The trial was during the weekend. 
Many modern cars were entered, such as Packards, Hudsons, Mitchells, etc., 
1884 was the oldest car. The weekend arrived with pouring rain. R. Todman, 
B.A. Peat, a friend of R. Todman and myself left. No windscreen wiper in 
those days so used raw potato and glycerine for the screen. Trial 

interesting but 1884 too heavy to compete with modern cars, however, we 
came sixth, 20 miles to the gallon and reached 86 miles per hour. 


In those days this road was just as bad as travelling east to west Australia in 
the old days, Sold to Steve Stuart of Stuart Bros, Builders of Sydney, he is 
the person sitting behind the steering wheel in photograph. Whilst owned 

by R. Todman one will notice that the Rudge Whitworth wire wheels had 
been changed to Duplop type wheels. This was a modification carried 

out during R. Todman’s ownership, S, Stuart covered the body and guard with 
black and maroon fabric which became all the rage with the Weyman type of 
body. In 1936 S. Stuart had a closed body fitted, certain modifications were 
carried out to chassis, etc, to modernise same and to suit closed body. 


Sold to an ex British Army Captain whose name I cannot remember. He 
used the car in the country and it was smashed, The car was repaired and 
next I was advised that the car was owned by a person in Brisbane. Next 

I knew was when Mr. F.A, Palfreyman asked me if I could identify a wreck 
he had located and purchased, it was 1884. I last saw this chassis in state 
of rebuilding at Mr. Palfreyman’s property in Canberra in June 1970. 


Bert Ward 
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BOOK REVIEWS 


TOM CLARKE * 


ROLLS ON THE ROCKS: The History of Rolls-Royce by Robert Gray, Salisbury, Compton 
Press, Feb., 1971. ISBN 900193 018 89 pages. £1.50. 


This is an instant book of the Nescafe variety having been completed just 22 days after the 
bankruptcy of Rolls-Royce Limited. It has little to commend it as there is nothing in it which 
one would not have read in the daily newspapers, Additionally, the journalese does not invite 
respect for the author’s statements. 


The book commences with no background to the collapse and relies on the immediacy of the crisis 
to do so, There being little to add to our understanding of the collapse the author proceeds to 
repeat the story of Rolls and Royce as a fill in. It seems to me that the book should have remained 
unwritten until further information was available on the new Company and that our present 
knowledge was insufficient reason to produce an expensive book containing nothing but a reworked 
slick history. This is told much better elsewhere and for that matter at better value: Nockolds 
history is but a pound dearer. The book abounds with errors and misleading statements: Cooke Street 
Street is throughout spelled without the e, the Phantom III is made out to be a true 100 mph 
motor car, the 3% litre Bentley successor is said to be 4% litres and again the myths are trotted 

out. The book’s appearance is marred by an ugly title page and dust jacket and its usefulness 
lessened by the lack of an index, The decision to include crude line drawings of various barely- 
identifiable models is lamentable. 


It is only when dealing with the history of Rolls-Royce from the sixties and even then largely the 
aeronautical side to the exclusion of diesel, rocket and submarine, that the author explains the 
economic troubles facing the Company. The tables in the appendices, though not complete give 
some idea of the state of the Company's finances up to the crash. The number of employees 
from 1960 to 1969 practically doubled to 87,097 but the salaries bill more than tripled to £120,894. 


The two-stage title has resulted in a conflicting book: on the one hand, Rolls on the Rocks should 
be an account of the financial downfall of the Company and on the other The History of Rolls- 
Royce, a social history, is a consequence of the lack of detailed information available for the 
first, 


NOTES FOR A BIBLIOGRAPHY OF THE ROLLS-ROYCE MOTOR CAR Compiled from a 
collection by John Schroder. London, privately published, April 1971. £1.25. 


This is in some respects as uneven a book as that by Robert Gray, Whilst the author states that 
it is a catalogue of his private collection is it worth issuing an incomplete list? The Rolls-Royce 
Technical Information Officer has already issued an excellent bibliography although it does not 
cover, as this book does, albeit partially, Company publications, 


This bibliography requires thorough checking of other lists and bibliographies to ascertain dates 
and places of publication: details of al] editions of Handbooks if it is to be used as a checklist: 
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a stricter approach to the scope of items listed e.g. W.O.Bentley books are listed though not 

books on Bentley 1931. Finally, the rules adopted for entering books for which an author is not 
known is to enter them under ANON whereas, by title is the internationally-preferred method. 
Details such as number of pages, bibliographies etc. are not included in the description of the 
items. However, the author would be pleased to receive notice of further material not included. 


The printing and presentation of this book are truly superb. The quality of the paper and the 
typeface used make up for the lack of page numbers and minor errors. As a catalogue of a 
single collection it is excellent but a fuller edition will be awaited by other enthusiastic 
collectors. 


ROLLS-ROYCE: The Elegance Continues by Lawrence Dalton, London. Dalton Watson Ltd., 
76 Wardour St., W.1., 1971. Standard Book No. 901564 052. 264 pages £5.25. 


We have waited some time for this book and it has been worth it. The very feel of the volume, 
the restrained elegant title page make looking at the pictures a complusive pleasure. 


As with Those Elegant Rolls-Royce there are descriptions, albeit brief, of the models, in this case 
the post War cars from the Silver Wraith to the Corniche and then excellent photographs of about 
six major coachbuilders designs. At the back there is a collection of designs from lesser known 
coachbuilders. The interesting thing about this book is the inclusion of Body and Design Numbers, 
from the bodybooks of the coachbuilders, and the chassis to which they were fitted. Some 
modifications are noted against the numbers, These lists are in Body No. order rather than chassis 
number which is not too convenient. If they had been arranged by Design No. I could see more 
scope for these lists. 


Considering that post war body design and construction is a dying trade made more so by the 
monocoque Shadow, the author has done well to provide so many fascinating photographs illustrating 
differences between essentially similar designs, interior shots, chassis views, design plans and the really 
way out productions, He lays his preference before us in the frontispiece with a James Young Touring 
Limousine on a Phantom V chassis. Anyone who has seen these cars gliding around London will know 
why he makes this his favourite. But if you do buy or purloin a copy of this book turn to page 140 
and pay homage to the Phantom IV cabriolet belonging to Franco, Whatever the Generalissimo’s 
brand of politics you have to admire his taste! In the other extreme the book provides a fascinating 
half dozen shots of the cars ordered or commanded by Nubar Gulbenkian, These chariots are more 
Baghdad Hilton than classical carriages. This book is a veritable Almanac de Gotha of the last of the 
great coachbuilders, 


TWENTY SILVER GHOSTS: The Incomparable Pre-World War I Rolls-Royce. paintings by 
Melbourne Brindle, text by Phil May. London, Barrie and Jenkins, 2 Clement’s Inn, W.C.2., 
1971. 144 pages. £20.00. 15%” x 18”, 


Who could not be impressed by the magnificence of this volume. It is billed as landscape size, 
weighs as much as a Ghost sphere, has sufficient tensile strength to accept the heaviest coffee cup 
and of course there’s the prestige of paying that price. 


Mr. Brindle has made 26 paintings of various superb Ghosts and Mr. May has dutifully described 
each car, its eccentric owners. Add biographies of Rolls and Royce, a background to the Edwardians 
and you have a potpourri of sentimental mish mash. The paintings are beautifully executed and 

the printing complements them but for sheer intellectual arrogance the content of these scenes 

must be hard to beat. The Original Silver Ghost is shown on the Lambeth Embankment, looking 
across a Ghost bonnet towards the Palace of Westminster, the Union Jack fluttering above it all, 

Yet another Ghost is shown in the desert pointing at the Sphinxes and the chassis number 

scratched in thc Lawrentian sands, Suffice to say that Salvador Dali is beaten and the fetishes of 
owners gratified. This book is leading the bandwagon of non books on the marque the assumption 
being we will buy anything on the incomparable Ghost. 
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EARLY ARMOURED CARS by Major-General N.W. Duncan, Windsor, Profile Publications Ltd., 
n.d., 20 pages, £0.25. AFV 9. (Armoured Fighting Vehicles Series) 


But for the picture of a Silver Ghost Armoured Car on the cover I would have overlooked this 
pamphlet among the other Profile publications. It is in fact a compact coverage of the major 
First World War armoured cars built from car or lorry chassis, Not unnaturally, the Rolls-Royce 
figures often in the story because it so outnumbered the others - by March 1915 there were 

78 armoured and 4 touring Ghosts in service compared to 36 armoured Lanchesters although 
there were 40 Talbot wagons in service. 


The cars initially were troublesome in the soft ground of Walfisch Bay, German West Africa but 
were railed where possible or frequently dug out. Many of the wartime Ghosts were still in 
service in 1922 although a heavier version appeared in 1920 with steel disc wheels, Even with the 
3.5 ton weight the 1914 Ghost was capable of 60 mph and the heavier 1920 could attain 50. 


NORMAN COLE SALE OF VETERAN, VINTAGE AND POST VINTAGE THOROUGHBRED 
VEHICLES, ALEXANDRA PALACE, LONDON, NOVEMBER 2nd 1971 by Peregrine. 


The Cole auctions are a biannual affair whereas the Sotheby sale is annual. The quality of the sale 
is reflected in this fact. Whereas the Sotheby sale is well organised and a sumptious catalogue is 
produced the Cole auctions are marked by the second rate: the catalogue is inaccurate, much 
material is withdrawn, ridiculous reserves are set so that a lot just doesn’t stand a chance and the 
amplification system is little better than two jam tins and string, Any members who went to 

school in England and took their examinations in the vast Grand Hall of the Palley will know 

how cold it can get. Even the dedication of veteranologists is severly tested, For those who keep 
track of chassis numbers and current prices the following may be of interest: 


Silver Ghost magneto £22, dynamo £26. 


Kneeling Lady £14, 1911 Handbook £36, 1924 20 H.P. Handbook £32. 

1927 Phantom I, Chassis 53NC, Superb replica standard tourer at last, no boat or duck tail, 
Withdrawn at £3350. 

1927 Phantom I, Chassis 55KP, not so superb, though pristine, fabric standard tourer replica. 
Withdrawn at £2500. 

1935 20/25 Chassis GLG 49, Rippon Limousine. In above average condition and having 
curved bottom panels, withdrawn at £600. 

1937 Phantom III, Chassis 3BU12, Windovers Sedanca de ville, very tidy and with projecting 
boot, Withdrawn at £1600. 

1937 Phantom III, Chassis 3BT41. absolutely superb Hooper six light standard limousine but 
with Bedford engine. 22 mpg. £675. 

1934 20/25 Chassis GAF 30, Hooper sports saloon in early stages of debility. This got £800. so 
that compared to the above 20/25 it was monstrous, 

1937 4% Bentley, Chassis B88LS, standard Park Ward in outstanding order, £750. 
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THE TOP 


Mr, lan Fraser succeeds Dr, 
Llewellyn Smith as chairman 
of the new company on 
December 1. He is director- 
general of the City Panel on 
Take-overs and Mergers, and 
it has recently been 
announced that he will join 
Lazard Brothers and Co.Ltd., 
the merchant bankers, when 
he relinquishes his position 
with the City Panel early next 
year. 


Appointea marketing director 
in January, 1971, Mr. John 
Craig was educated at Highgate 
School, London, and Derby 
Technical College. He first 
joined the company as an 
apprentice in 1941, In 1958 

he was appointed deputy 
manager of the London Service 
Station and its general 

manager the following year. 

He moved to Crewe in 1967. 

as general manager of Car 
Service, and was appointed to the 
the Motor Car Division board 
of directors in 1968. 


MEN AT THE WHEEL 


Marketing manager for the 
United Kingdom is Mr. 

Peter Hunt, who was born in 
India and educated at 
Marlborough College, 

He joined Rolls-Royce in 
1941 as an apprentice, Was 
promoted sales promotion 
manager in 1958, export 
comptroller in 1965, 
personal assistant to the sales 
director in 1965 and later the 
same year became European sales 
manager, He took up his 
Present position in 1967, 


The managing director of the 
motor car division is Mr.David 
Plastow, who joined the 
company in 1958 after 
completing an engineering 
apprenticeship and a period as 
a sales engineer with Vauxhall 
Motors, He was appointed 
factory sales manager in 1960 
and in 1963 became sales 
manager for the military and 
industrial products, He was 
appointed marketing director 
with responsibility for market- 
ing ail division products in 
1967. He is a director of Rolis- 
Royce Motors, 45 


Sales manager of the Light 
Engine Department and motor 
car marketing manager for 
export areas outside the 
Americas is Mr. Raymond 
Salisbury-Jones, who was 
educated at Eton and Oxford. 
He joined Rolls-Royce Motor 
Car Division in 1956 and 
became a motor car sales 
representative the following year. 


Financial and Commercial 
Director and the man 
responsible for marketing the 
division’s military, commer- 
cial and light aviation products 
is Mr. Tom Neville who joined 
Roils-Royce at Derby in 1959 
as assistant to the chief 
accountant. He was transferred 
to Crewe as chief accountant 
and secretary to the board in 
1962 and was appointed 
financial director in January, 
1968. He became a director 

of Rolls-Royce Motors in July 
this year. 


Walter Owen Bentley 


IN MEMORIAM 


Perhaps no single man has a more respected memory in the history of the Sports Car. 
In the early twenties the Marque was unbeatable with reliability being the keynote. 
For years the cars that bore his name dominated in the classic European Events, 
Notably Le Mans and the Grand Prix d’Endurance. Bentleys first appeared in 1919 
when the 3 Litre made its debut at Olympia Motor Show. Walter Bentley continued 
to improve his design but always with reliability to the tore. 


In 1931 the company (W.O. Bentley Motors) was taken over by Rolls-Royce. The 
Bentley tradition continued over the years although in considerably modified form. 
Mr. Bentley has been living in retirement in England and his passing will be 


mourned by all of his friends and contemporaries, A great Engineer and a Superlative 
Designer. 


Survivors and descendants of 

the “Bentley Boys,” driving some 
of the original cars, converged on 
Guildford Cathedral yesterday 
for a memorial service to their 
designer and builder, W.O. 
Bentley who died last month. 
Mr. Bentley, lived in retirement 
in Surrey, and only a few 

miles away is the old 

Brooklands track where his 

cars used to race. 
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ae ROLLS-ROYCE LTD. have pleasure in announcing that they are now ey 
: 3 able to offer and accept orders for chassis of the 20 h.p. type, which, Bx 
She whilst retaining the sweetness and smooth-running qualities for which ake 
oko this car is so justly famous, will embody a larger engine giving increased oe 
Be power with consequent improved acceleration and hill climbing. Chassis ok 
aye of this type will be known as the 20/25 h.p. Rolls-Royce (R.A.C. rating age 


25.3 Tax £26). For those who do not require this additional horse- 
power the Company will continue to manufacture the 20 h.p. chassis 
with the original size of engine, viz., R.A.C. rating, 21.6. Tax, £22. 
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Furthermore, the bearings on the axles do not require such frequent 
lubrication as the shackles and other parts of the chassis. When 
required, an Enots type of Oil Gun is applied to a single point only 
on each axle, all bearings thereby being replenished with oil. 
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I write thus, and. what follows, in the light of considerable personal 
experience, under owner-driver conditions, of the 20 h.p. Rolls-Royce 
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either driver or passenger is its astonishing rate of acceleration. In this 
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respect it is remarkable in two ways: the car gathers speed, if desired, : : 
Pk with a rapidity that compels ejaculation, and jet this instant response to Pe 
3 3 the accelerator occurs with no loss whatever of that pecular smoothness oe 
aE and silence unfailingly associated with the previous model! and with the BAS 
2% larger Rolls-Royce car. 
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aye This rapid acceleration is due to the greater power and efficiency of ye 
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then from variations concerned with carburation and certain other 
points of design. There has been no change in the gear ratio either to 
increase acceleration on the one hand or to afford a higher maximum 
speed on the other. But the improvement in acceleration enables 
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“rushing” at gradients that compel the use of a lower gear with most 
cars. One can approach the foot of a steep hill at’ 15/20 m.p.h. and 
climb it either at that speed or at a higher rate, the response to 
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and that “vibrationless” means “without unpleasant vibration.” But 
now the new Rolls-Royce engine can be correctly described as 
silent and vibrationless at all speeds while running under load. With 
the car stationary one may hear the air being drawn through the 
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: radiator by the fan, but mechanical sounds are entirely absent. ee 
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On most cars there is a vast deal of difference in engine quietude and 
smoothness when one drives at, say, 40 or 50 m.p.h., first with the 
engine “‘pulling” and then coasting with the gear lever in neutral and 
the engine idling. That difference is said to be one of the advantages 
of a ‘free wheel’ in the transmission; but it is imperceptible on the 
20 h.p. Rolls-Royce. My rear passengers had no idea and my front 
Passenger a mere suspicion as to when I allowed the car to coast or 
the engine to “pull.” Coasting or “pulling,” the only sound to be 
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sk heard is the rush of air past the car and the only vibration is that sks 
ek arising from an uneven road surface — and the very minimum from atte 
hi that source, so excellent is the springing. aon 
ORS ERs 
PRs 2k 
ok CENTRALISED CHASSIS LUBRICATION ” 
Bd oe 
Bk Another fundamental improvement embodied in the new 20/25 h.p. Be 
oh as well as the 20 h.p. Rolls-Royce is the exclusive system of oe 
Bhs centralised chassis lubrication. It reduces almost to vanishing point Bde 
eae the time and trouble involved in supplying oil to each and every one she 
oe) of the large number of chassis bearings, etc., that need lubrication if S 
oye they are to operate freely and without undue wear and to retain their eye 
eee original freedom from rattles or squeaks. It must be emphasised, ae 
aye however, that it is not what is popularly known as the ‘‘one-shot” ay 
ay system. With commendable ingenuity and forethought on the part Bie 
ak of its designers, it eliminates certain weaknesses of that system in general § : 
bas and goes farther in the number of parts with which it deals. ty 
BR It will be recalled that among the large number of chassis details which Be 
oh need a regular supply of lubricant, and which have hitherto been “fed” : 3 
ok directly by a grease- or oil-gun through individual nipples, are those on hi 
oue or about the front and rear axles. To supply these with oil from the bas 
ay same source as the numerous chassis bearings located above the springs am 
eye necessitates the use of flexible connections that must bend to and fro ous 
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with every small or large movement of the springs. Obviously, then, these 
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Bae 
Be connections are subject to wear and, equally obvious, to leakage in Bk 
oye ; ays 
Bk course of time. Bee 
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That opening for failure of the chassis lubrication system is entirely 
avoided on the Rolls-Royce. There are no flexible connections and no 
flexible piping whatever; nothing but solid-drawn brass tubing is 

used, and it is secured so rigidly throughout to the frame, axles, etc., 
that it cannot bend or be otherwise affected by vibration. 
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ONLY THREE POINTS FOR ATTENTION 

There are three points from which oil is fed to the bearings that need 
it. The first is a tank on the dashboard; the second is an oilgun nipple 
immediately accessible near the offside end of the front axle, and the 
third is a nipple on the centre of the rear axle. 
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A test I made while the car was in my possession showed that every 
chassis bearing could be attended to (with pedal pump and oil-gun) 

in just over one minute, which included lifting the rear seat cushion to 
gain access to the nipple on the back axle. 
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@ bas 
os OF BENEFIT TO OWNER AND OWNER-DRIVER of 
cee There is no need to emphasise the appeal which this chassis lubrication oe 
oye system will make to the owner-driver who likes to attend to the upkeep oe 
oye of his car with his own hands. It all but eliminates a process that has oye 
: : constituted the chief bugbear of car upkeep, viz., the need for ue 
ke periodically using an oil-gun on almost innumerable nipples, some oye 
ok necessarily rather inaccessible. But it does more than benefit the Bee 
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owner-driver. The owner who employs a chauffeur and the one who 
pays garage proprietors for attending to his car will benefit as well— 
the first because his man will have no reason or excuse for neglecting 
the lubrication of chassis details, and the second because the charge for 
such work will be next to nothing. 
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In other respects the general construction of the chassis remains 
unchanged; but in order to preserve the margin of strength 
associated with the earlier model, certain parts (transmission and rear 
axle, for example) have been modified in respect of detail design and 
dimensions to cope with the increased power of the engine and the 
higher rate of acceleration. 
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FOR THE OWNER-DRIVER 
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In recounting in the Press my experiences with the 20 h.p. Rolls-Royce, 

I have endeavoured to combat the idea that prevails among large numbers 
of people that a car of this make necessarily requires a chauffeur to 

keep it in good condition and retain the super-excellent performance 
given to it by the makers. But there are hundreds, if not thousands, of 
Rolls-Royce owners-drivers, and they are not all by any means amateur 
mechanics, or possessed of knowledge and skill in car upkeep beyond 

those of the average motor owner. 
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My own use of the earlier model proved to me that only in one respect 
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did it call for more time and trouble in upkeep than any other car of 
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its size — that is to say, the makers were more liberal than usual in the ohe 
provision of nipples for the lubrication of chassis bearings, fitting them ofa 
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at many points where they are lacking on most cars. But in the new 
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model, as I have shown, the centralised lubrication system has 
removed the need for individual attention to chassis bearings, and the 
car is thus rendered even more suitable for the owner-driver. 
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WARNING 


CONTINENTAL HIGH-SPEED ROADS 


When one escapes from the twisty, constricted roads of the British Isles to the 
long straight motor roads, which are being introduced all over the Continent, 
there is a very strong temptation to take advantage of the possibilities of 
CONTINUOUS high-speed, which open before one. To do so, however, is to 
court trouble, a fact which our Continental neighbours have already taken to 
heart; that this is so, is evidenced by the restraint with which the roads in 
question are being used by experienced Continental drivers. 


Even in high-speed motor racing, CONTINUOUS high-speeds are never possible , 
as hazards in the form of corners and bends are purposely introduced to test 
the skill of the driver, such bends incidentally also preventing the engine from 
being wrecked by CONTINUOUS high-speed driving. 


The same factors apply to aeroplane engines, obviously in this sphere there is 
nothing to restrict the pilot other than engine limitations, but experience has 
shown that it is necessary in the interest of engine life to restrict the power 
output of an aeroplane engine to round about 65% of its maximum, whilst 
engine revolutions are also strictly controlled, as only by such methods can 
reliability and public safety be secured, 


In view of the hard facts outlined above, it is obviously in the interests of our 
customers that we draw attention to the danger of excessive engine wear 
introduced by the specialised motor roads, and such a warning would not be 
complete without indicating clearly the maximum speed at which our cars 

can be run CONTINUOUSLY under such conditions, the speeds in question are:— 


For the Phantom III 75/80 miles per hour 
v Phantom II LOPLS: ~? gs ~ 
se 25/30 h.p. 65/70 ” B a 
» 20/25 h.p. 60/65 7% 


Speeds of this nature will not cause unnecessary wear and tear, but if higher 
speeds than these are maintained then the engine must invariably suffer 
however well designed or constructed it may be. 


ROLLS-ROYCE LTD 14-15 CONDUIT STREET LONDON Wi MAYFAIR 6201 
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DRIVER-CONTROLLED 
SUSPENSION 


ADOPTED FOR THE 


3% - LITRE 


BENTLEY 


An Article Reprinted from 
“The Motor ” 


NEW SYSTEM IN WHICH THE SETTING 
OF HYDRAULIC SHOCK ABSORBERS IS 
VARIED BY SPEED & MANUAL CONTROL 


The new Bentley steering column, showing the small lever at the bottom by 
means of which the driver can regulate the damping effect of the four 
hydraulic shock absorbers between wide limits. 


A ROAD-SPRING damping system, the action of which is automatically variable in 
respect of speed but can also be controlled by the driver, is now standardized on the 
3%itre Bentley chassis. It comprises four hydraulic.shock absorbers with a novel oil- 
pressure control, and the general design is the same as in the system employed in the 
20-25 h.p. and 40-50 h.p. Rolls-Royce models, This important addition to Bentley 
equipment is made without any increase in prices. 


In the course of a road trial extending over 100 miles we gave the‘new suspension a 
thorough test on road surfaces of all types and at speeds extending up to a 
maximum of 90 m.p.h. The driver’s control, as shown in a photograph reproduced, 
takes the form of a small lever just above the steering wheel, which can readily 

be moved between limits marked “minimum” and “maximum.” 


With the lever in the minimum position the damping action is reduced to a setting 
which is admirably suited to moderate speeds on rough roads. For example, the 
deplorable surface of the road between Woking and Staines (via Chertsey) was 
covered at 40-45 m.p.h. with the minimum setting in use; there was an entire 
absence of vibration or judder, the car riding easily and comfortably throughout. 
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As an experiment, we ran up to a very high speed while leaving the control in the 
position which gives a minimum of damping. This test brought out a very important 
feature of the new system, namely, an automatic increase in the damping as the 
speed rises, which occurs irrespective of the location of the hand control. 
Consequently, the car does not tend to become unstable if a lazy driver forgets to 
regulate the system. 


On the other hand, the control enables a more powerful check upon spring action 
to be obtained throughout the speed range, so providing an enhanced steadying 
effect for fast cornering or for high speeds on a rippled main road. 


One can, perhaps, best describe the device as an over-riding control which enables 
the driver to emphasize the automatic increase of damping with speeds in accordance 
with road conditions or personal inclinations. 


An outstanding feature of the system is the rapidity with which it responds to the 
control. In consequence, a change in damping can be effected as speedily as 
alterations in road surface are encountered on a fast car. 


The Bentley steering gear is delightfully sensitive and is fairly high geared, so 
enabling the car to be handled with speed and precision. Naturally, these 
characteristics imply a directness and lack of friction which result in a slight 
tendency to wheel kick at speed. Here, again, the new control is of value, as 
an increase in damping reduces front-axle movements and so steadies the 
steering effectively for fast cruising. 


Detailed drawings of the patent cannot be disclosed, but the principle employed 
may be explained as follows:—- An oil pump, driven from a shaft in the gearbox, 
creates hydraulic pressure. By means of piping, this pressure is applied to diaphragms 
which are used to load the by-pass valves of the shock absorbers. 

Consequently, as the speed of the car increases the pressure rises and the damping 
effect of the shock absorbers is augmented. 


The driver’s control is coupled to a by-pass on the oil-pump circuit, so altering the 
hydraulic loading throughout the speed range. Thus, although the damping effect 
still increases with the road speed, it can be either reduced or increased throughout 
the range by means of the small lever on the steering column. 


The shock absorbers are connected to the front axle by stiff triangulated 
links, so also serving as radius arms. 


Reprinted from ‘“‘The Motor” 
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